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Freight Rate Increases 
ROTESTS against the 10 per cent 
railway, 


interim increase in 

dock, and charges in force from 
Monday last were inevitable, and seem mostly to have 
taken their expected form They are epitomised in a 
Federation of British Industries letter to the Minister of 
Transport. This deplores the “ almost automatic passing 
on to industrial traflic” of the increasing costs of the 
British Transport Commission, and regrets that the recent 
railway wages award was not definitely linked with the 
attainment of greater efficiency, as recommended by the 
court of inquiry into railway wages. It predicts further loss 
of railway traffic to the roads, with consequent subsidisa- 
tion of the railways by the taxpayer and harm to industries 
dependent on railway prosperity. Then follow complaints 
of inferior service to railway users, and of excessive stalf- 
ing, duplication of management, and continued retention 
of redundant facilities. As we remarked last week, no 
constructive suggestion is made for a short-term solution 
of the Commission’s desperate financial difficulties, but 
only a sweeping allusion to economies. All this is familiar 
enough. With Government interference in the wage nego- 
tiations (as this journal remarked at the time) it is remark- 
able that the Chairman of the Railway Executive, Mr. 
John Elliot, and his colleagues achieved what they did; the 
wages award was in fact linked with an undertaking to 
enhance efficiency (in the form of the “efficiency com- 
mittee *)—which is now being implemented. The other 
accusations were rebutted last week by Mr. Elliot in a 
spirited answer to the F.B.I. Complaints in general as to 
efficiency he described as sweeping generalisations, and he 
pointed out that the railways (whose difficulties are due 
largely to the war) do not “ throw brickbats” at rolling- 
stock manufacturers and others late in their deliveries. of 
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railway material—whose difliculties are due largely to 
rearmament He gave pertinent answers on excessive 
stalling (that more traflic is being handled than pre-war 
with less staff, allowing for changed working conditions), 
on duplication of management (that it is vested in the rela- 
tively small Railway Executive, decentralised in the 
Regions), and on retention of superfluous facilities (regard- 
ing which he quoted figures on branch-line closing already 
discussed in this journal). Members of Government corpora- 
tions should, however, remember Sir Harold Butler's maxim 
that “constant criticism is the life-blood of any public 
service 


laxation of Profits 
™ udverse eilecis of the budget proposals to increase 
income and distributed profits tax were stressed last 
week by Sir Robert Sinclair, the retiring President, at the 
annual general meeting of the Federation of British Indus- 
tries. One etlect, he said, would be difficulty in provision 
for replacement industry: when were 
subject to high rates of both income and profits tax, with 
replacement rapidly, the effect was that of 
a levy on industrial capital, and the ratio of industrial 
saving to expenditure was reduced.” The budget proposals, 
will greatly accentuate the difficulties of 
providing the finance which industry needs.” and in some 
cases (not inconsiderable, as the proposals may increase the 
mount which industry has to find in due course by £170 
million) these difficulties will be aggravated by the com- 


costs in reserves 


costs rising 


he considers, ~ 


plete withdrawal of the allowances. This would bring 
nearer that “bad day for productive industry when 


its issued capital was entirely in the form of fixed interest- 
bearing securities ” and hinder the provision of risk capital, 
is necessary today as ever before. Sir Robert Sinclair 
points out that distributed profits last were little 
greater (3 per cent.) than for 1949; wages, however, rose 
6 per cent. Few will disagree that industry should be able 
to provide capital for its own maintenance mainly from its 
own resources, looking to outside capital for financing new 
enterprises: but it is hard to see how this is going to be 
possible in the light of the budget. 


year 


The Transport Factor in Planning 


[* a recent speech, Lord Latham, Chairman of the 
London Transport Executive, urged the need for 
proper regard to transport facilities in planning new towns 
in London, said Lord Latham, the railway 1s essentially 
one of the main supports of transport. for even with a 
greatly improved road system the traffic is far beyond the 
capacity of the most intensive practicable road service. As, 
however, railways were a heavy permanent commitment, 
development plans must have the railway pattern as thet 
basis—not the reverse. There was little likelihood of 
having all the improvements put forward by the London 
Plan Working Party ready when needed, as the British 
fransport Commission was fettered by restrictions on the 
availability of national resources. It was sometimes con- 
tended that peak-hour transport facilities serving the new 
towns should not be improved lest travel away from them 
for work should be encouraged and the aim of the planned 
community thereby defeated. The B.T.C. and its con- 
stituents. however, had a statutory duty to provide efficient 
and adequate transport. The continued encroachment of 
business on the West End threatened to upset permanently 
the balance essential to a beiter-planned London; return 
of the City to its old importance as a business centre 
would enable traflic to be spread more evenly over avail- 
able services. It would be a real disservice to Londoners tf 
staggering were relaxed. 


Commercial Train Services 
N a recent memorandum to the Chairman of the Ratlway 
Executive, the Council of Institute of Directors sug- 
gests ways of improving the commercial medium- and 
long-distance services of British Railways. Attention is 
drawn to post-war accelerations in some Continental coun- 
tries (in which the mileage booked at 60 m.p.h. last summer 
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exceeded that on British Railways); these are given as 
reasons for similar accelerations in Britain, in which the 
“stock excuses put forward by the railways” {including 
poor quality coal, and arrears of locomotive and track 
Maintenance), it is suggested, are no longer valid. In so 
doing, the Institute underestimates the many ditticulties of 
British Railways, largely the result of their all-out war 
effort. Much, however, could be achieved by abolition of 
timetable recovery margins, discussed in an article in our 
March 9 issue. Having regard to the frequency of British 
express trains and to the many runs booked at 50 m.p.h 
and over, the number of mile-a-minute runs is no certain 
criterion. One useful suggestion is made in the memo- 
randum: that of fast trains earlier in the day from London 
to provincial cities, allowing of business betore lunch and 
a return the same day, as was advocated in this journal a 
year ago in a series of studies of long-distance business train 
services 


Overseas Railway Traffics 
URTHER substantial advances were recorded in Anto- 
fagasta (Chili) & Bolivia traffics during both weeks 
of the fortnight ended April 6, so that at the end of the 
current 14 weeks aggregate receipts were up by £488,040, 
at £1.353.050. The improvement in the first week of the 
fortnight under review amounted to £89,710, at £137,450 
and in the following week traffics at £125,190 were £82,110 
higher. Following successive increases in receipts over a 
considerable period, Paraguay Central tratlics for the 40 
weeks ended April 6 were up by G2,340,469, at G8,111.344 
During the fortnight ended April 6 traflics were G372,109, 
as compared with G328,991 for the equivalent period of 
1949-50. Though railway operating revenues of the Inter- 
national Railwavs of Central America were up by $51,829. 
at $1.233.459 during February, there was a $35,611 fall 
in net income, which amounted to $152,310. Aggregate 
Operating revenues since January | have improved by 
$80,536 to $2.548,803, but net income at $332,819 compares 
with $417,755 for the previous yeat 


British Transport Commission Statistics 


RITISH Railways passenger receipts for the second 
four-week statistical period of 1951 showed a decrease 
ot 3 per cent. over the preceding year. No analysis of this 
is yet available: but as regards January, for which receipts 
were nearly 6 per cent. down on last year, the details of 
passenger journeys for the calendar month are given with 
other figures for (four-week) Period 2. {It is incidentally 
i pity that the time bases of these statistics cannot be 
standardised.) In January, 1951, although tull-tare journeys 
were 40. and excursion 25 per cent. up on the previous 
January. monthly returns were down 42 per cent. with 
season and workmen’s tickets much the same; total pas- 
senger journeys were 1 per cent. down. Similar results 
may be expected for Period 2 and the calendar month ol 
February. One explanation of the disproportionate fall ot 
passenger revenue against bookings may be a loss ol 
medium- and long-distance straffic to the roads, Freight 
tonnages for Period 2 show increases of 3-4 and 1-5 per 
cent. over 1950 for mineral and coal traffic respectively, 
which were to be expected in the light of the reduced average 
length of haul: merchandise tonnage fell 3-5 per cent. There 
was a 334 per cent. increase over Period 2 of last year in 
road haulage receipts 


Institute of Transport Examination Scheme 


N 1926, seven years after the Institute of Transport was 
I founded, its first examinations were held. Mr. D. R 
Lamb. Past President of the Institute, and Chairman of the 
Examination Committee. at the Institute last Monday, 
traced the history of its examination scheme—proposed 
by Lord Ashfield in 1920—whose syllabus was framed 
mainly by Philip Burtt. after his retirement from 
the North Eastern Railway. At the first session there 
were 58 candidates at three centres: next month 1.300 
candidates would be examined at 46 centres throughout 
the world. The passing of the Institute “ finals ” might 
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yet become a generally recognised academic distincti 
like that of the “ finals ” of the old-established engineer; 
institutions. There was an outstanding need to-day fo 
wider appreciation by all ranks of the nature of the pi 
blems facing the transport industry. The Institute ta 
great pride in the encouragement it is giving to young n 
in the country’s key industry to realise the importance 
its contribution to the national welfare. It has under rev; 
1 syllabus based on Sir Osborne Mance’s concept of an 
embracing “ Economics of Inland Transport,” a step in | 
with the trend towards unification. 


‘ 


Tobacco Traffic for a Tanganyika Railway ? 
Th approved extension of the Tanganyika South 
Province Railway from its present terminus 
Nachingwea, to Lumesule Juu, some sixty miles furth 
inland, and well placed for further extensions, will enab 
it to tap an area where sixty-thousand acres have been s 
aside for tobacco growing. It will also bring it muc 
nearer to the existing African co-operative tobacco planta 
lion near Songea, whose crop is now conveyed by roa 
to Lake Nyasa, thence by lake steamer, and train throug 


Nyasaland, to the coast at Beira, 900 miles away. It i 
reported from Dar es Salaam that by 1960 the Souther: 
Province line is expected to carry a total traflic of 140,001 
tons, excluding produce of the Overseas Food Corporation 
Most of this tonnage will be of tobacco, timber, and cas 
sava. In view of this promising prospect and the ultimat 
possibility of coal and Central African tratlic in addition 
thera is confidence in Tanganyika in the future of the line 
and a readiness to bear the territory’s share of the esti 
mated losses of £1.750,000 on the line and Mtwara port 
during the next ten years. 


4 New Railway in Arabia 


ROM the shores of the Persian Gulf a standard-gauge 

railway being steadily pushed ahead into the interio1 
ef Saudi Arabia is now nearing Riyadh, the capital, a town 
of some 100,000 inhabitants The project, described else 
Where 1s this issue, is being undertaken by the Arabian 
American Oil Company (Aramco), based at Dhahran on 
the Gulf. which holds oil concessions granted by King 
Ibn Saud The company’s needs might have been met 
by road transport only, but the king, reputedly a railway 
enthusiast, insisted on a railway which would not only 
serve the oilfields but also his capital and would even 
realise his ambition of a line linking the Persian Gulf and 
the Red Sea. In deference to his wishes, Aramco agreed to 
build a railway and recover its cost from the Govern- 
ment later. Saudi Arabia now regains the railway com 
munication which it has lacked for more than 30 years, 
the Maan to Medina section of the famous Hedjaz Rail 
way having lain derelict since Lawrence’s exploits in the 
1914-18 war. Even if the abandoned part of the Hedjaz 
line were restored, however, its narrow-gauge (3 ft. 54 in.) 
would preclude through running on to an extension of the 
new Trans-Arabian railway through Jeddah 


Transport Accident Rates 


EGARDING the figure of fatal accidents on United 
Kingdom air lines in 1950, Sir Hartley Shawcross. 

the Attorney General, has said “ That works out at six 
passengers (killed) tor each 100 million passenger-miles 
flown, a smaller number than for any other form of trans- 
port.” As we have been recently reminded, train accidents 
do unfortunately occur, but British railways may be justly 
proud of their small number of fatal accidents. If the 
sume accident rate as that on British air lines had occurred 
on British Railways and London Transport Executive 
railways, then, in one year, 1,500 passengers would have 
been killed. In fact, the average rate on the railways for 
the four years 1946-49 was 0°15 per 100 million passenger- 
miles, compared with the average figure of 6°65 for air 
travel, a ratio of 434 to | in favour of the railways. If the 
statistic of passenger journeys per passenger killed in train 
accidents is compared with the similar statistic for air 
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avel (of passengers carried per passenger killed) the 
verage ratio for the same four years appears as 41-2 
nillion to 20°2 thousand, or 2,040 to | in favour of the 
ilways. It is not suggested that the railways remain 
atisfied with their present measures for the prevention of 
ccidents, but there is no doubt of the relative safety of the 
vo methods of travel. 


Higher Passenger Fares 
io necessity for raising some at least of the many 
fares on the various passenger transport undertakings 
perated by the British Transport Commission made itself 
lear only recently. Even so, as stated in an editorial 
rticle in our last week’s issue, the general rise in prices 
jade some increase inevitable, despite the unwillingness 
ome weeks ago of railway spokesmen to advocate a sub- 
stantial flat increase in railway fares because of the sensi- 
iveness of rail trathe to road competition. The need for 
he increases is Made abundantly clear in the statement by 
Lord Hurcomb, Chairman ot the B.T.C., appended to the 
iew Passenger Charges Scheme, 1951, of which details 
ire given elsewhere in this issue. This scheme 1s one of 
those which have been in preparation since the passing ol 
the Transport Act. 1947, and which were envisaged in 
that Act 
Iwo characteristics of the new scheme are apparent: the 
elative promptitude with which it has been lodged, and the 
skill with which the incidence of the proposed increases 
has been laid on * inevitable ~ passenger travel. As to the 
timing of the scheme, the main consideration seems to have 
been the urgency of the B.T.C. financial problem. Hence 
the lodging of the scheme almost on the heels of the 
London Charges Scheme, and almost simultaneously with 
the exercise by the Minister of Transport of his powers to 
raise freight charges. Whilst the former must cause much 
idministrative inconvenience, the latter perhaps is unfor- 
tunate trom the psychological standpoint: against this, it 
may be that increases in railway charges in such quick 
succession are necessary to shock the public into a sense 
of the urgency of the situation, and they may show that the 
Commission means business. The importance of every 
month of delay (which may see further price increases) 1s 
stressed. The scheme, after two months allowed for state- 
ment of objections, is due to be heard before the Transport 
Tribunal in June: at the earliest, it might be approved. 
with or without modification, to operate from August. 
though some estimates give the autumn, or even the end of 
the year, as the earliest date 
The least “inevitable travel by rail is holiday travel 
and the relatively small proportion of full-fare journeys, 
both these categories are highly susceptible to motorcoach 
competition. Ordinary single railway fares outside London, 
which vield only 12 per cent. of total British Railways 
passenger receipts. are not increased. Monthly return (30 
per cent. of total receipts) fares are to be raised some 10 pet 
cent. This. apart from being a blow to many holiday- 
makers. and especially families, will certainly increase the 
public animus against the railways which now (rightly o 
wrongly) exists. In view, however, of the increasing pro- 
portion of the public which can travel only at weekends 
and in the summer, it is possible that the transfer ot 
patronage to the road will be restricted by the inability 
of road transport operators to accept further peak period 
traflic:; doubtless the Commission has this factor in mind 
Further realism is shown in details such as the Continental 
boat express fares from London to Dover and Folkestone 
which are prudently left unchanged. The only justification 
for these survivals, which have no parallel in the boat 
train fares to other ports, of a century ago—they date from 
early South Eastern Railway days—is that they are “ what 
the traffic will bear.” like the cross-Channel steamer fares 
with which they are usually “hidden” in through book- 
ings. The scheme incidentally does not cover marine fares, 
though certain inland water (lake steamer) fares may be 
increased. 


Those who must travel by rail are hit hard: indeed, if 


the money was to be got, there was no alternative. Nearly 
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all fares in and around London are increased, as are 
season tickets on British Railways generally. The decision 
to withdraw shift workers’ fares will arouse bitter oppo- 
sition, as, to a lesser extent, will abolition of some other 
concessions The tidying up of anomalies, such as the 
abolition of bonus mileage, may be overdue: but it will 
be interesting to see the effects; in the case, for instance, 
of Severn Tunnel bonus mileage, receipts, as well as the 
pockets of medium- and short-distance users of the tunnel, 
may be affected to a considerable extent. Lord Hurcomb’s 
statement refrains from prediction or comment on the sub- 
ject of excursion and similar fares. These are a matter 
for the Railway or London Transport Executives, to whose 
judgment opportune price fixing may safely be left. 

In the main, the Commission—and the Railway and 
London Transport Executives who carry out a large pro- 
portion of the preparatory work—has made the best of a 
very bad job. It was not to be expected that the scheme 
could be popular. There remains, however, the suspicion 
that arithmetic has played too great a part in the presen- 
tation of the scheme. Although improvements of all kinds 
in railway passenger services are in progress or planned 
(including, for instance, electrification of the London Til- 
bury & Southend line), and these have been announced 
from time to time, there has been a certain failure to 
administer jam with the rowder. Perhaps it was felt that 
the bare facts of the situation were enough to convince 
ill critics 


Financial Recovery of U.S.A. Railways 
A N article in our March 30 issue showed that the U.S.A. 
“ railway position improved in 1950 and especially in 
the second half of the year. The January statement of 
revenues and expenses reveals a remarkable recovery this 
year from the poor opening of 1950. Total results for the 
Class | railways are given in the table below, with the 
percentage increase on January, 1950. 


January January Percentage 
1951 P 1950 increase 
(Millions) 
$ $ 
Operating revenues 849 657 29 
expenses 645 547 18 
Taxes 109 64 7} 
Net railway operating income 
(earnings before charges) 78 33 137 


k 


Phe improvement of 137 per cent. in net railway operating 
income was spread unevenly over the States. The railways 
in the Eastern District had an increase of 80 per cent. and 
those in the Pocahontas and Southern regions one of 50 
per cent., while in the Western District, across the Missis- 
sippl, the increase was no less than 432 per cent. 

With the exception of the Bangor and Aroostook line in 
New England, all railways earned more money from 
freight, which produced $172 million of the total increase 
of SI9L million in operating revenue. The downward trend 
of passenger receipts since 1946 was checked at the end 
of 1950, when the effect of movements due to the Korean 
war and rearmament programmes was felt. In January, 
the railways took $8-4 million more in passenger fares 
than they collected a year ago, an increase of 12 per 
cent. The total passenger revenue was, however, only $78 
million, or 45 per cent. of the increase in freight revenue: 
on 17 minor railways there was actually a decrease in pas- 
senger business. 

The state of emergency declared by the President has 
intensified economic developments which have been taking 
place in the Western States during recent years. The Santa 
Fe had the highest net railway operating income of all the 
jines in January at $5°9 million. The Pennsylvania, which 
used to be facile princeps, was down | per cent. to $48 
million. It had the largest operating revenue of $84 million, 
but was handicapped by an operating ratio of 85 per cent., 
in contrast to a ratio of 69 per cent. on the Santa Fé. 
Other western lines to do well were the Burlington, which 
doubled its net railway onerating income; the Rock Island, 
which trebled its income: and the Southern Pacific and 
Union Pacific, which both quadrupled theirs. 
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Evidently, the Interstate Commerce Commission has 
taken these results into account in considering the appli 
cation by the railways tor a 6 per cent. rise in freight rates, 
estimated to produce $470 million a year. On March 12 
the Commission authorised, as an interim measure, a 4 per 
cent. advance in the Eastern District, a 2 per cent. advance 
in the Southern and Western Districts, and a 2 per cent 
advance in rates on tratlic passing between the three dis- 
tricts. These increases, which are subject to various reser- 
vations, represent a 2°4 per cent. overall increase, estimated 
to yield $205 million a year, and thev took effect on 
April 4 

For the ten weeks to March 10 the 
tratlic was 20 per cent. ahead of 1950 
an average datly shortage of 
three-fourths were box wagons 


volume of freight 
The railways had 
36,000 wagons, of which 
These shortages will recut 
until new wagons now on order are delivered in large 
numbers. The Pennsylvania Railroad alone ordered 20,0U0 


all-steel wagons and hoped to have 11.000 in service by 


March 31. It expects to receive the remainder at an average 
rate of 1,000 a month The whole 20,000 will cost S114 
million, and would form a solid train from New York to 
Baltimore, say 200 miles. The deal is being advertised as 


the biggest wagon order in railway history, but the Assocli- 
tion of American Railroads would like 10,000 new wagons 
to be put into traflic each month until the railways, as one 


system, can meet ihe growing demands for transport 


Victorian Railways 

+ ey Victorian Railways Commissioners, of whom Mi 

R. G. Wishart is Chairman, begin their report for 
the year ended June 30, 1950, by pointing out that despite 
shortages In manpower and equipment and the serious all 
Australian coal strike in July and August, 1949, 8.409,301 
tons of goods were carried during the year, a figure greate! 
by 253.808 than that for 1948-49. The abolition of petro 
rationing adversely affected country passenger traffic. as 
also did cancellation of train services due to the coal strike: 
a 10 per cent. tall was therefore recorded: on the othe: 
hand, suburban passenger traflic showed an increase ot! 
nearly nine million journeys. The increased goods tonnage 
was due to the plentiful harvest, greater production by 
secondary industries, and increased exports, also a higher 
output of brown coal and briquettes 
of fertilisers and wheat from country elevators were carried. 
and the tonnage of fuels of various kinds was also greater 
than in the previous yeal { 
only) thus increased by £4.776.660, from £17,273,808 in 
1948-49 to £22,050.468, the highest 
the system. 
rates and fares and a 


Record quantities 


Gross revenue (on railways 
amount ever earned by 
As well as increased traffics. however, higher 
payment of £1,687.828 by the 
Treasury to reduce the burden of interest and other debt 
charges combined to swell this record figure 

Working expenses rose steeply from £17,815,540 to 
£19,983,597, due mainly to an increase of about t! million 
in salaries and wages to meet the cost of living, and £4 
million in cost of materials and supplies Net revenue 
from the railwaya (apart from electric tramways and road 
motor services) therefore totalled £2,066,871; the figure 
including road services is however only £2,042.952, and, 
as the corresponding figure for the previous vear was a 
deficit of £566.683, the increase was £2,.609.636 Taking 
into account interest charges. exchange on interest pay- 
ments and redemption, and contribution to National Debt 
Sinking Fund. together amounting to £2,229,008, there was 
a deficit on the year’s results of £186,056 as compared 
with £2.734,119 in 1948-49. Some of the principal results 
for the two years are tabulated below: 


1948-49 1949.50 
Average miles of line 4,712 4,692 
Train-miles 17,351,775 7,549,489 
Passenger journeys 176,555,074 182,101,351 
Goods and livestock, tons 8,859,016 9,125,140 
Operating ratio, per 103-14 90:78 
£ £ 
Passengers, parcels, et eve 7 369.393 8,122,409 
Goods and livestock, rever 8,596,154 10,816,864 
Total earnings 17,273,809 22,050,468 
Working expenses 17,815,540 19,983,597 
Net earnings 541,732 2,066,87 |! 


Essential services were maintained during the strike, 
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as 82 locomotives had been converted to burn oil to me 
just such an emergency, and wood fuel was used in othe 
During the year deliveries of rolling stock to meet t 
acute shortage had hardly begun, though large quantiti 
were on order. OF the 1,000 standard goods trucks ordere 
in the previous financial year only 146 came to har 
but orders Were placed for a further 2.250 and the railw 
shops Newport also continued to turn out the 
vehicles Feur "N” 3 


class goods engines, four 153-h 
and two 280-h.p. diesel railcars and two trailers were 


received. On June 30. 1950, however, I85 steam, 17 ek 
tric, 27 diesel-electric (17 main-line and 10 shunting) loc 
motives, 9 [53-h.p. and Il 280-h.p. railcars, and 3,1 
goods wagons were on order, at 4 total cost of £18,000,00( 


Trials with pulverised brown coal in an “ X 
p oved Ssalislactory 


The re-grading and doubling of the Gippsland In 


class eng! 


between Yarragon and Longwarry were continued, an 
one section of new line was opened for tratlic. Prelimis 
ary Measures Were also taken in connection with the elects 
fication between Dandenong and Tarralgon, and it is fe 


this section that the 17 electric locomotives are intended 1 


the first in 





tance; the Gippsland line serves the brown coa 
industry Sanction was obtained during 1949-50 for th 
ition of the Newport South-Geelong line, and fo 


electri 


the doub 


ing of certain sections of tt 


Sharing the Traction Load 

DVANTAGES may be enjoyed by all concerned wher 
: the electric traction load is combined with supplies to 
and other consumers. Their nature and origins 
were discussed in a paper presented to a Sectional meeting 
in Delhi of the World Power Conference by the late Mr. I 
Lydall, Consultant to Messrs. Merz & MeLellan, and Mr 
C. M. Cook, General Manager, Traction Department, The 
English Electric Co. Ltd. In countries with a.c. electrifica 
tion it is sometimes the practice to have a separate railway 
network with tts own low-trequency power station, and 
sometimes to convert the supply trom the industrial grid 
in trequency-changer substations. I[t will be noticed from 
our summary of the paper on another page that so far the 
frequency-conversion by means of mercury-arc 
rectifiers, that have been conducted for some time at Basle 
Rectifiers 
would improve the efficiency of conversion compared with 
motor-generator sets. but the extensive a.c. electrifications 
in Sweden and the United States find it preterable to take 
power trom public supplies through motor-generators for 
frequency-conversion rather than to generate their own 

Che rectifier removed the necessity for d.c. railways to 
operate low-[requency power stations, as was once the prac- 
tice owing to difficulties in the design of rotary-converters 
for a 50-cycle input. In Great Britain the railway power 
stations at Stonebridge Park, Durnstord Road, and Deptford 
East were legacies of this earlier practice. Stonebridge Park 
has been rebuilt already as a 50-cycle station, exchanging 
with the National Grid through two 10.000 kVA 
transtormers. Both Durnsford Road and Deptford East are 
the subject of negotiations with the British Electricity 
Authority, the intention being to reconstruct them with 50- 
cycle plant to supply the whole suburban area of the 
Southern Region and to furnish a large amount of power 
for the Grid 

An example of a railway power distribution system form- 
ing the nucleus of supplies for industrial and other con- 
sumers 1s seen on the Pietermaritzburg-Glencoe Section of 
the South African Railways. The railway power station 
it Colenso was equipped for 50-cycle generation, and each 
3,000 V. d.c. traction substation served also as a distribu- 
tion centre from which 3-phase a.c. at 50 cycles could be 
supplied to other consumers. This arrangement has proved 
of great benefit to the development of the area concerned, 
iS well as to power users of all categories in respect of 
favourable charges per unit. Such a policy deserves study 
in all parts of the world where electrification is improving 
communications and thereby stimulating industrial and 


social development in areas where once amenities were few. 
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do not justify large-scale use of such a system. 
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The Legibility of Station Names 
(From a Correspondent) 


l HE many Press comments following the remarks of 
judge in a provincial Court on the ™ passionate 
onymity displayed by railway stations” has again 
ought into prominence the problem of rendering station 
[he matter may be considered from 
the writing, siting, and lighting ot 


imMes easily legible 
three main aspects 
station names 
ihe writing covers not only the size and character of 
letters but also their spacing and colour, especially the 
yntrast between the background and the lettering, which 
s an important influence on legibility 


In choosing a sultabdle size tor the letters much depends 
the way in which the nameboards are to function 
Vhen one considers the wide range of letter sizes in uss 


irying trom the immense letters on the nameboards at 
rewe to the tiny nameplates (or name slips) often attached 
» lamps il seems desiravle Lor some More definite principle 
be adopted. The traveller is more likely to be able to 
ead the name if there are numerous medium-size name 
lates dotted about the station than if one nameboard only 
» fixed On a platform, even though the letters may be bold 
So long as the type chosen is bold and clear, the exact 


matter of taste and does not greatly atlec 


tyle is largely 
evibility 
Colour and contrast are of considerable importance 

Sir John Parsons, the ophthalmologist, recently described 


ourney in the Midlands where most of the station names 


were illegible to him, and he complained that they consisted 
vhite letters on a pale red background, and that the 
lellers Were too sma Ihough there may be much to be 


suid for Regional colour schemes, they should not inter 
fere with the 
There is no need to go to the extreme of white on black 
or black on white i 

the sharper the better? 


in deciding where to place station names so that the 


proper contrast essential for name signs 





reasonable contrast is preserved 


can be easily seen, two classes of passenger musi be borne 
in mind 
station to give them some !dea of thei whereabouts, and 
those who, having stopped at 2 station, wish to confirm that 
t is the station they require To satisty the latter is 
presumably the more important, but by no means easy 
under all conditions. It is hardly to be expected that every 
passenger in a full suburban train will be able to see the 
station name when the train is pulling up. Where then 
should the *nameboards, or nameplates, be fixed, to be 
legible by the maximum number? They should be weil 
above the heads of persons on the platform and yet not so 
high as to be invisible to all in a compartment except 
those sitting close to the window. 

The frequency of the names is important. In the past 
it seems to have been thought suflicient to provide one 
nameboard on each platform at the end approached by a 
train, but such an arrangement would not now be con- 
sidered adequate unless supplemented by smaller name 
plates it intervais along the platform, Perhaps the most 
satisfactory solution under intensified tratlic conditions ts 
the method used on the London tube, where the station 
name is posted at frequent intervals along both walls of the 
tunnel. Almost any passenger will have some view unde 
these conditions, but the method is applicable only to 
tube line where the station tunnels are of uniform con- 
struction and more or less uniformly illuminated. On the 
platform of an ordinary surface station the differences in 
roof construction and diverse arrangements of station 
buildings give rise to so many obstructions that a system ot 
posting names would have little chance of being eilective 

To cater for the traveller in passing trains ts less impor- 
tant, though many people like tc have an idea of the towns 
through which they pass by train. Large nameboards 
might be fixed at each end of all platforms instead of only 
at the “approach” end. Passengers sometimes look out 
when halfway through a station, and then are too late for 
the nameboard if it occurs only at the beginning of a 
platform. 

If the names are set only slightly at an angle the possi- 


those who wish to see the name of a passing 
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bility oi seeing them from a passing train is greater. Before 
the end of last century the Midland Railway fixed double 
nameboards in the torm of an obtuse-angle V, so that the 
name faced both ways. Other railways have used this 
lixing with good effect, and it seems a pity that il has not 
been adopiec more generally. We might adopt more tre- 
quenuiy the Continental practice of displaying the station 
name boldly on the ends ot station canoples, giving 

transverse view tor passengers. Why also should not the 


haMes ON signa 


lboxes be set out In much larger letters than 
Is usual - 

Adequate lighting seems to have been largely neglected. 
fhe Board of Trade, when it had some controi of rail- 
Ways, evidently attacned importance to this, for one ol 
the regulations was that each lamp should display the 
station name, thus ensuring its legibility at night 

fhe old-tashioned square lantern carrying an oil burne 


4d On is ivont pane a translucent glass plate inscribed 
with the station name in leitering illuminated by the 
burner behind Although the illumination given by the 
Ol lamp Was meagre, the device might have been fairly 
sauistactory had there been many of these lanterns all 
ong 4 plattorm but they were usually at least 50 ft. apart 
sO that a passenger Whose compartment came to rest be- 
tween two lamps had little chance of reading the name 

When gas lamps witn spnerical globes began to come 
nto common use, the station name could not be satisfac- 
torily written on the globe. To comply with the regulation, 
small glass panels with the name in translucent lettering 
were hung immediately in front of the lamps, but separate 
from then Sometimes an improvement was brought 
bout by suspending from each lamp two namepiates 
lacing ob.tquely in either direction along the platform. In 
recent vears an ellective name sign has been incorporated 
in Opal or perspex reflectors, designed in elongated form to 
display the name and ensure that it is well lighted. 


\s passengers seem instinctively to look towards a lamp 


When trying to ascertain the name of a station after dark, 





this is an additional reason for displaying 


name clearly 
near a lamp. In view of the many lamp types in use 
with and without globes, sometimes with deep reflectors 
ind sometimes with open mirror reflectors—it is perhaps 
the most desirable arrangement to provide a nameboard 
or nameplate independent of the lamp but close to it and 
adjusted to receive maximum illumination. In the South 
of England it has lately become tairly general to fix 
nameplates of a size that gives good legibility, and in such 
i position relative to each lamp that the name is always 
lighted at might. This scheme improves the legibility by 
day and night. 

If every platform had a V-shaped illuminated sign in 
bold characters fixed preferably at the entering point, the 
middle, and the end, passengers would have a reasonable 
chance of catching sight of the name. If it had been 
missed in passing, it could easily be seen when the train 
came to rest by lowering the window and looking out 

The London & South Western Railway about 30 years 
ago, fixed V-shaped box signs at intervals along the plat- 
forms, with bold lettering illuminated by internal lamps 
On an island platform the signs were of diamond shape, 
with the name facing in four directions. This scheme was 
successful in that one could always see the name either 
from the compartment or by putting one’s head out of the 
window, but the signs were hardly large enough to catch 
the eye in passing, and the device never became generally 
adopted—possibly in part because of its considerable cost. 

What attitude will be adopted by British Railways? Will 
they standardise some improved system of illuminated 
station names, or will the cost again hinder development? 
The public address apparatus already installed at many 
interchange stations is more foolproof than reliance on 
passengers seeing where they are. Possibly, audibe indi- 
cation of whereabouts may be the method of the future. 
rendering the station name less important, but, for the 
present, why not have both? The legibility of the station 
name might well have a high priority among ratiway 
amenities to which we are looking forward 


& 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Timetable Complication 


March 19 

Sir,—With reference to your correspondent’s letter in 
your issue of March 16, surely the best remedy is the intro- 
duction of the 24-hr. clock on British Railways? 

As is well known, this method is used with conspicuous 
success on every European railway system; it is foolproof 
and can be quickly mastered by anyone of average intelli- 
gence. One feels that it is only traditional British insularity 
and conservatism which has prevented the adoption of this 
excellent measure. 

Yours faithfully, 
FE. FE. SMITH 
Castle View, Stagshaw Road, Corbridge 


Transport A Liability for Ever? 
April 9 

SikR,—Lord Lucas, Parliamentary Secretary to the 
Ministry of Transport, made a remarkable speech at a 
dinner given by the Institute of Tratlic Administration on 
April 4 [referred to in our April 13 issue]. It was remark- 
able because of its mixture of severe criticism of the 
attitude of the present Government administration 
(" economise in your operations instead of passing on your 
extra costs to the heavily burdened consumer“) and some- 
thing like despair (“the transport system of this country. 
in the main, is a liability for ever”). The criticism about 
readiness to pass extra costs on to the consumer was 
general, it is true, but Lord Lucas made it quite clear that 
it embraced the nationalised part of transport. 

Lord Lucas’s criticism is perfectly sound. It drives at 
the roots of the financial policy of the Transport Act of 
1947 which imposed on the British Transport Commission 
the duty of making its undertakings (taking one year with 
another) pay their way, including the important element of 
compensation to previous owners, without making sure that 
those undertakings would be provided with the means and 
the equipment during the necessary period of transition 
and development to establish their economy on a sound 
basis. In the result, the consumer is paying through the 
nose for service which is so inferior as to put on him a 
great burden of expense which nowhere appears in the 
public transport accounts, besides loss of business 

Few, I imagine, have been as critical as | of operational 
inetliciency, or of the fatal tendency (which became minis- 
terial policy just before the war) to solve the railway 
problem by an artificial price policy for which powerful 
sections of the trading community were primarily respon- 
sible. I have contended for many years that the railways 
could have saved themselves by the incorporation of the 
road motor vehicle in their own operations and saved 
millions a year, without nationalisation, if they had not 
been tied by restrictions which became unnecessary when 
they lost their virtual monopoly: at the same time they 
could have preserved what was necessary in their rates 
structure, at a much lower level. Instead, the policy 
adopted is designed deliberately to increase the burden of 
transport costs on the consumer, without assurance that 
the works of the British Transport Commission will become 
more solvent. Operating economies of real value are as far 
off as ever. 

The transport problem is not a financial problem, nor a 
price problem, in its essence: it is an operating problem 
of a technical nature. It is not an administrative problem 
within the competence of civil servants and accountants, 
but a practical one requiring an intimate knowledge of 
passenger and freight manipulation, at all levels, and from 
the angle of the trading community as well as of transport 
operators. The present organisation of the British Trans- 
port Commission is unsuitable for the solution of the real 
problem. The Executives should be merged into a kind of 
General Stall, organised like the Board of Admiralty, and 


charged with the planning and development of co-ordinate 
services, setting the Regions the pattern of movement « 
people and things from place to place, and giving tl 
Regional Ofticers—likewise to be responsible tor the pri 
vision of services by all forms of transport—much great 
autonomy than they have today. They should, howeve 
be jointly responsible for the overall execution of the plan 
set them by the General Staff. 

Transport as a whole is far too expensive; prese! 
methods will inevitably make it more expensive. It can b 
made much cheaper and more efficient, and can be mad 
to pay iis way at a lower level of total cost. It is not to 
late 

Yours faithfully. 
FREDERICK SMITH 
65, Hallowell Road, Northwood 


The Future of British Transport 
April 6 
Sirn,—The recent announcement by the Postmaste1 
General of increased charges by his Department comes at 
in appropriate time to dispose of the suggestion of your 
correspondent, Mr. P. Collins, that the profit of the Post 
Office is a result of its services being carried on 
economically 
Or can it be that the Government has quickly seen the 
political advantage of his scheme for all transport services 
to be absorbed by the General Post Office. and is losing 
no time in acquiring a still larger apparent surplus on its 
postal and telephone services to meet the deficit of its 
Transport Commission? 
Yours faithfully. 
i. ©. PALMER 
Ihe Chestnut. Manor Road. Twytord, Hants 


Treatment of Railway Sleepers 
February | 

Sik,—The British railways use about 3,000,000 sleepers 
annually, most of which are of European origin. Many, 
however, are of Canadian Douglas fir. These cost some 
$4 each in Canadian funds c.i.f. British ports 

Before these sleepers are laid they are impregnated in 
pressure vessels with a preservative to increase their service 
lite. In Canada and the United States, the preservative 
used is a mixture of creosote and coal tar, or creosote and 
fuel oil, because these mixtures are cheaper and more 
effective than creosote alone. The British railways are 
using creosote for the preservation of most of their 
sleepers but other preservatives for a substantial propor- 
tion of them. 

During the past half-century, United States and Canadian 
railways experimented with all the preservatives thought 
likely to be suitable, and have kept careful service records 
on millions of sleepers on their lines. It was found that 
creosote mixtures gave the most lasting results, and they 
have been adopted exclusively for many years now. There 
were more than 47,000,000 sleepers treated in the United 
States and Canada during 1949, the latest year for which 
the figures are available: 99°9 per cent. of them were 
impregnated with creosote mixtures. 

Canadian and United States railways are buying British 
creosote in large quantities: some is delivered to the 
Pacific coast of North America, entailing an ocean haul of 
9,000 miles and the payment of Panama Canal tolls. This 
creosote with large quantities made in Canada and the 
United States, is used in the preservation of their sleepers 
in preference to any other preservative. 

Some 25 years ago, when I was stationed in London as 
Timber Commissioner for the Province of British 
Columbia, | called on a number of railway engineers and 
visited several plants where railway sleepers were being 
treated. In none of them was the most efficient method 
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ig used, and I believe that little has been done to 
rove the situation. 
was successful in 1926 in persuading the then Southern 
lway to purchase 3,000 Douglas fir sleepers creosoted in 
yada. These sleepers were installed the following year 
the company’s line at Hinton Admiral. At the same 
e, Douglas fir sleepers treated in England by the 
ithern Railway were installed at Sway. All the latter 
e removed in 1940 after some thirteen years service. 
e last report that I have seen, made in 1948, states that 
sleepers treated in Canada were in “excellent con- 
ion” after twenty-one years service, and it was expected 
it several more years service could be expected from 
em 
[he above facts are contained in a report by the Forest 
oducts Laboratories at Princes Risborough of the De- 
rtment of Scientific & industrial Research. This clearly 
monstrates the superiority of Canadian methods of creo- 
ting Douglas fir sleepers. The life of such sleepers in 
inada and the United States averages approximately 25 
ars. With a more equable climate, better roadbeds and 
thter wheel-loads, it would be reasonable to expect even 
nger life in Great Britain 
The same service is being obtained from millions of 
Western hemlock sleepers on the Canadian and United 
states railways. The higher moisture content of the hem- 
ick before seasoning does not affect the life of the creo- 
oted sleeper, and there need be no fear of locking moisture 
the centre of the sleeper. as has been thought by some 
[To sum up, it seems to me that by the introduction of 
9roper methods which would entail some new plant and 
nodification of others, and an extension of the length of 
the treating cycle and the use of creosote mixtures, the 
British railways can obtain a greatly increased service-life 
trom their sleepers, thus effecting large economies and 
saving considerable amounts of dollar exchange 
Yours faithfully, 
LOREN L. BROWN, 


Chairman, Advisory Committee of 
‘anadian Government 
Forest Products Laboratories. Ottawa 


4830, Cote St. Luc Road, Montreal 


British Railways Standard Locomotives 
March 21 

Sik,—In designing British Railways locomotive No. 70000, 
was it really necessary to abandon the symmetry of line 
that has always been characteristic of British engines? 

The last two Pacifics of the former L.M.S.R. showed 
how an engine could be built to the limits of the loading 
gauge without sacrifice of symmetry. 

The cab end of No. 70000 is particularly ugly. This 
could be rectified by adopting the cab end arrangement 
traditional on the locomotives of the Canadian Pacific 
Railway. These have the cab sids-plating carried down 
to form the steps. The rear edge of the plating is a 
Straight vertical line. From the front of the bottom step 
the plating is carried up in a sweeping forward curve to 
the running board. 

Is it too late to adopt this arrangement 
“ Britannia ~ class locomotives of British Railways? 

Yours faithfully, 
G. V. O. BULKELEY 
Uvongo Beach, Natal South Coast, South Africa 


on the 


Economics of Long-Distance Electrification 


Sik,—In answer to Mr. L. H. Leyvraz’s letter in your 
February 9 issue, I find that an error crept into my original 
manuscript sent to you and published in your December |, 
1950, ‘ssue. The secticnal area of the return feeder 
should read 0:202 in.* 

Mr. Leyvraz is right that a considerable reduction in the 
cost of the single-phase a.c. overhead system is possible if 
the return feeder and booster transformers can be omitted, 
which, in fact, is the case in most countries—witness Swit- 
zerland, Austria, Germany, Hungary, and now France. 
However, in Sweden it was found that, due to the unusually 
high, earth resistance and the large substation spacings, the 
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return feeder-cum-booster transformers proved 
desirable to prevent interference with communications 
circuits. In case of doubt probably the best plan would be 
to allow for return feeder, etc., in the estimates, but install 
it only if it proves necessary. 

Regarding Table 8, Mr. Levvrazs instructive paper 
~ Elektrische Traktion mit Einphasenstrom von 350 Hz” 
Bull. Ass. Suisse Electr. T. 41, 1950, No. 20: came to my 
notice only after publication of my article. 

Table 8 needs amendment in the light of the most 
recent developments, and I thank Mr. Leyvraz for the in- 
formation tendered in his letter. It should be pointed out, 
however, that some of the 16% hz. motors built in Swit- 
are even lighter than 882 Ib. hp. The 

l-hour rating/16% hz. motors of the class 
ocomotives of the Swiss Federal Railways 
weigh only 1.900 kg., or 41 kg./kW., corresponding to 
barely 3 kg./6°7 lb./per h.p./. see H. Werz, ~ Les Loco- 
motives Légéres Type Re 4+ 4+ des Chemins de ter Fédéraux 
Suisses * Bull. Sécheron No. I8F, 1946. 


use of 


zerland 
465 kW 
Re 4+ 4+ Bo-Bo ! 


Yours faithfully. 
Ss. A VINCZEI 
73. Karepa Street, Wellington, N.Z. 
Return Tickets 
April 16 


Sir.—There has recently been correspondence in The 
Times on the advantages of the alternative routes available 
on some return tickets. There are now proposals to raise 
passenger fares. It is suggested that rail travel could be 
made more attractive. and some of the sting taken out of 
the proposed increases in fares if the three-day availability 
half of return tickets were extended to 


of the outward 
15 days for return tickets available for one month, and, 
sav. 45 davs for those available for three months 

Yours faithfully. 


HEDLEY, 


Lt.-Colonel 


E. E. D 


Fairfields. Longeross, Surrey 


Closing of Branch Lines 


April 3 
Sir, —I am surprised that Mr. Frederick Smith, in your 
March 30 issue, should throw ridicule on details while 


ignoring my main premisses, namely that: for the suc- 
cessful financial working of local services and branch lines, 
(i) fast regular-interval services must be provided. and (11) 
economies must be eifected by (a) reducing ali possible 
stations to unmanned halts, and (4) on branch lines, cutting 
down signalling to telegraph line clear or less, and doing 
without refinements necessary for more important lines 

1 referred to the Southern Electric country services and 
not the Eastern Region Shenfield line and am entirely 
out of sympathy with the present type of “ planner” 

| have read with great interest the summary of Mr. 
Arkle’s paper to the Northern Section of the Institute of 
Transport. In none of his estimates does he consider 
economies possible by reducing stations to unmanned halts, 
or simplifying the signalling, though this would often make 
all the difference between profit and loss. Taking his paper 
as a whole, it appears that wherever the regular interval 
service has been adopted, it has been a success. His 
remarks on unsuitability of Sentinel or diesel vehicles owing 
to their lack of flexibility to meet traffic fluctuations is 
contrary to normal experience. The reasons for his con- 
clusions would be interesting, though presumably it depends 
on the size of the unit and its power to haul trailers. 

May I again ask how many of the advocates of the 
closing of branch lines and local services ever use those 
services? The answer I suspect to be none, mainly because 
they have reached that stage of life when they are conveyed 
to and from the nearest centre in their own or their official 
cars. 

Yours faithfully. 
H. L. HAWKER 


7, Princes Square, W.2 
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Pipe of Peace 
It is pleasing to record one occa 
sion, When the joint executives of tne 
three railw unions were Meeting the 
Railway Executive in the fight for an 


increased wage for jhe saiaried and 


wages grades Big Ben had boomed 
eleven at night The majority of the 
contestants were getting hungry, weary 
and in some instances a bit irritabls 


Despite the then apparently tragic 
fact that no satisfactory offer was forth 
coming, there was no. stampede or wi 
threat made by either side Common 
sense prevailed and the Chairman o 
the Railway Executive no doubt helped 
to preserve the cleanliness of the fight 

Never did he lose the dignity that be 
fits a gentleman. His smile and 
his pipe of peace will not be forgotten 
by those of us who were there 
HH. k. “The Railway Re 


view 


ready 
Whithy in 


Wotton Tramread Locomotive 

On March 29 one of the two original 
geared locomotives used on the Wotton 
or Brill Tramroad of the Duke of Buck- 
ingham arrived by road from North 
amptonshire at the Neasden Works of 
London Transport. It is to be renovated 
and stored at Neasden, and eventually 
placed on permanent exhibition. The 
line was originally a private concern 
but the working was taken over in 1894 
by the Oxford & Aylesbury Tramroad 
Company with a view to extension 
(never undertaken) to Oxford The 
Metropolitan Railway worked the line 
as its Brill branch from 1899. It 
abandoned in 1935. The geared loco- 
motive was built by Aveling & Porter 
at Rochester in 1872 and was basically 
similar to that firm’s very successful 
traction engines. It worked at Brill 





Was 
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until 1894. A single cylinder, 7} in. 
10 in., drives the crank shaft which tn 
turn rotates the countershaft on which 


is mounted a tlywheel and pinion. 
Motion is imparted to the 3-ft. driving 
Wheels by a pitch chain passing round 
the pinion chain wheels. The Industrial 
Locomotive Society has this 
engine from being scrapped; Mr. W. O 
Skeat, of the Stephenson Locomotive 
Society, ‘was also concerned in the final 


negoualions 


saved 


British Railways Boxing Championships 


Ihe semi-finals and finals of the 


British Railways Amateut Boxing 
Championships will be held at 
the Royal Albert Hall. London, 


on Tuesday. April 24. commencing at 
6.30 p.m Mr. John Elhot. Chairman 
Railway Executive, will preside 
ind will present the awards to the 
winners Ihe victors of the quarter- 
pool and York in 
and there will be 
ecognised w eights The 
include the reigning 

fly-weight, welter- 


weight and heavy-weight 


ol the 


held at Live 
March will compete, 
bouts at all the 1 
4) contestants 
British Railways 
weight, middle 


champions 


finals 


Ten Per Cent. on Rail Freights 
deny. 
advice ot 
Pribunal about the pro- 
railway charges 
by 10 per cent., that he had reached any 
conclusions himself either about the in- 
crease or about the need for examina- 
tion of the proposal in public hearings 
Both matters, however, were foregone 
conclusions. The Tribunal proffered 


Mr. Barnes was at pains to 


recently sought the 
the Transport 


posal 


when he 


to raise freight 


the advice that everybody—save pos- 
sibly the Minister—had expected: the 
10 per cent. increase imposed from 





Wotton Tramroad locomotive to be preserved {see paragraph above) 
Photo) 


[G. Allienz 
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THE SCRAP HEAP 


Monday, April 16. So, without 

of public examination, a major in 
in British is brought into 

How easy the process has become 
unions make their ciaim: one M 
tells the Railway Executive to me 
a few weeks later, another M 
signs the order and sheds the loa 
to the consumer! There used to | 
argument that if monopolies we 
evitable they should be publicly oy 
If there are any who still hold this 


costs 


they might reflect on this episo 
From ° The Economist. 


Clearing Out? 

The Hotels Executive, which emp 
16.000 and takes nearly £15,000.01 
year, May soon undergo a change 1 
constitution. 

Consideration is being given to tt 
ferring the restaurant car and b 
side of the undertaking to the Railw 
Executive, leaving oniy the 50 ho 
to the Hotels Executive. 

It is possible that the Governm« 
might go out of the hotel busin 
iltogether. They lost nearly £50,000 ¢ 
this side in 1949—the last year 
which accounts were published—and ar 
expected to show a bigger deficit whe 
the B.T.C. publishes its next balance 
From ‘The Event 


sheet soon 


News.” 


Tramway or Railway? 

At Lyons. alongside the Internatio: 
Fair buildings, is a section of track whic 
is disused for most of dhe year, but 
comes to life first as a railway and ther 
as part of the iocal tramways durin: 
the Fair. 

Before the public opening of the Fat 
railway wagons are placed on the track 
and exhibits unloaded into the Fai 
buildings. When the Fair is open the 
trams use the track to bring visitors right 
up to the Fair, but after it, the trams 


cease, and the railway wagons again 
appear. 
The “common user ” track is built to 


railway standards, with counter-sunk 
rails which at the tramway end lead on 
to normal tramway tracks 


Biff and Buff 

(A reply to A. B.) 
Come, bury, man, your dark suspicions 
About our buffers’ dispositions 
You speak of discord and of wrangiing 
Between the times when they are 

dangling 

Extra trains and corner seats, 
Circular tours and other treats 
Before the whole world and his wife: 
External bliss—internal strife 


Poor Biff is certainly no beauty 
His face is made for heavy duty 
But he’s merry as a trivet, 
(I've known him since he was a rivet.) 
And as for Buff, his heart’s pure gold 
Though fashioned by a chisel—cold, 
So though they wear no frills or bows 
They're solid, cast-iron P.R.Os. 

H. 9 
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OVERSEAS RAILWAY AFFAIRS 


= — 7 . 
SOUTH AFRICA 

New Narrow-gauge Locomotives 

yelivery has begun of twelve narrow 
re locomotives ordered in May, 1948 
* NG-15.° have arrived and 
The 
put 


e classed 
being assembled at Uitenhage 
motives. all of which will be 
» service on the narrow-gauge lines in 
th-West Africa, were built by the 

ciéte-Anglo-Franco-Belge des Ateliers 

i Crovers of Belgium at an estimated 
devaluation £14,000 

\dvice has also been received of 

ipment of two of an order for seven 

comotives of class “N.G.G. 16." 
lich are being built in the United 
ngdom by Bever Peacock & Co. Ltd 
sur will be placed in service on tl 
ipe Midland System and three in Natal 
(hose intended for the Cape Midlands 
ill be assembled in Uitenhage, and the 


' 
eacn 


the 


cost Ol 


we 


hree for Natal, at Durban. They have 
tractive effort of 18,850 Ib. at 75 per 
ent. boiler pressure and a wheel 
rrangement of 2-6-2 + 2-6-2. The total 


vheel-base is 43 ft. 3 in. and the weight 


1 full working order, 59 tons 2 cwts 


CANADA 
New 


Although ol 
onstruction 
nission on 
there was still 
ulway facilities 
ot all. would 
Government o! 
Railways. 

Proposals lo! 


Lines 


new railway 
projects, Royal Com 
Transportation stated that 
room for expansion of 
in Canada. Most, if 
be out by the 


National 


proposing 


the 


Ca}&i ied 
the Canadian 


the greater use of exist 
ing facilities or the construction of new 
lines made to the Commission during 
its inquiry included: full-scale tests of 
the usefulness of the Government-built 
Hudson Bay Railway to Churchill, 
Manitoba; construction of a 160-mile 
line by the C.N.R. from Sherridon to 
Lynn Lake, Man. (the Commission said 
that the C.N.R. had this under con- 
sideration): completion of the C.P.R. 
line between Valmarie and Nankota, 
Saskatchewan: operation of the C.N.R. 
line from Neidpath to Swift Current, 
Sask, completed in 1931; completion of 
the C.N.R. and C.P.R. branch lines to 
Swift Current; and extension of the 
C.N.R. Barraute line in Quebec to Lake 
Chibougamau. The Commission made 
no specific recommendations concern- 
ing them 

No Change in Staff Negotiation 

The Royal Commission on Trans 
portation has recommended no change 


in the method of negotiation betwee 
railways and employees. The Commis- 


sion said that it would be a “ grave 
mistake ~ for the Board of Transport 
Commissioners to take part in fixing 


wages. If it had to deal with this ques- 
tion, it would be impossible for the 
board to perform adequately its duty 
of fixing rates at reasonable and just 


~~ 


(From our correspondents) 


ind employees 





levels. The companies 
should continue to negotiate their pro 
blems under the Federal Industria 
Relations & Disputes Investigation Act, 
which provides for bargaining and con- 
ciliation procedures. 
ARGENTINA 
Unique Refrigerated Vehicle 
To enable it to cater adequately for 


the considerable fresh meat trattic from 


olonia Sarmiento to Comodoro Riva- 


The order includes reclining seat coaches 
each with a smoking lounge, parlour, 
dining, coffee shop and observation cars 


Each of the new “Congressional ” 
trains, Operating between New York, 
Philadelphia, Wilmington, Baltimore, 


and Washington, will accommodate 827 
passengers. Each train will have dining 
facilities for 112 in a full-length twin- 
unit dining car, and in a coffee-shop car 
providing lunch counter, and table. ser- 
refreshment lounge with lower 
will a lounge in the 


vice and: 


prices. There 
















F.N. PATAGONICO 





FRIGORIF ICO 


Refrigerated van converted from railcar, for Patagonian National Railways 


davia, the Patagonian National 
Railway arranged for the construction 
in the workshops of the General Bel- 
grano Railway of a special diesel- 
mechanical vehicle The passenger 
accommodation of a single-unit Ganz 
diesel railear formerly used on branch 
line services on the General Belgrano 
Railway was removed and replaced by 
the bodywork of a six-wheel road 
refrigerated van. 


UNITED STATES 
New Coaches for the Pennsylvania 
Railroad 


all-stainless 


ord- 
steel 


The Pennsylvania has 
ered 64° streamline 
coaches from the Budd Company, Phila- 
delphia, to renew completely the ~ Con- 
eressional ” and the “Senator.” The 
coaches will provide two 17-coach trains 
between New York and Washington foi 
the * Congressional.” and two 15-coach 
trains for the “Senator”: both trains 
are electrically hauled 


A major innovation on the * Congres- 


sional” will be an entirely new type 
parlour car including seven private 
rooms, each accommodating five pas- 


sengers, designed for business confer- 
ences, family groups, and other small 
desiring maximum privacy. 


parties 
may be served in these rooms. 


Meals 


centre of the train and an observation 
lounge car for Pullman passengers. 


Each of the new “Senator” trains, 
operating between Washington, Balti- 


more, Wilmington, Philadelphia, New 
York and Boston, will accommodate 767 
passengers with dining and coffee shop 
accommodation for 92. They will be al- 
most identical with the “Congressional” 
trains, except for the private room car. 
Telephone service to all points in the 
United States and most other countries 
will be available on.all four trains en 
route, 
FRANCE 

Wagon Agreement with Germany 

The agreement recently concluded 
between France and Western Germany 
for the pooling of wagons, mentioned in 
The Railway Gazette April 6 issue, has 
now been extended to include 100,000 
wagons, either country accounting for 


50 per cent. 


Freight Rates Increased 
Railwaymen resumed work on Satur- 
day, March 24, after the 48-hr. general 
strike. The men obtained an increase 
of fr.1.800 (about 36s.) a month in the 
minimum wage and an adjustment of 


higher rates of pay. As the increase in 
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wages and in the cost of coal would be 
equivalent.to an additional charge ot 
fr.20,000 million (about £20,000,000) a 
year on the S.N.C.F. budget, it was de- 
cided with the approval of the Ministe: 
of Transport to raise freight rate; by 
10} per cént. beginning April 1. The 
rise in rates is expected to cover the in- 
crease In wages. Passenger fares are not 
to be increased on the ground that any 
rise would lead to increased competition 
with motorcar traffic. 


European Railway Tours 

The International Union of Railways 
is Organising circular tours in Western 
Europe for the period April to Octobe: 
Special international trains named 
“European Friendship”  (L°’Amitié 
Européenne) trains will be run at half- 
fares. They will be fitted with the latest 


Publications Received 


The Industrial Gas Turbine. By E. C. 
Roberson. Technical Trends Series 
London: Temple Press Limited, Bowl- 
ing Green Lane, E.C.1. 74 in. x 5 in 
162 pp. Illustrated. Price 8s. 6d.—As a 
potential rival to steam and diesel- 


electric traction on railways, the gas 
turbine is now coming to the fore, and 
it is appropriate that the frontispiece 
of this book should be a photograph 
of the British Railways gas-turbine- 
electric locomotive No. 18000 which 
has had so promising a début on the 
Western Region. The treatment is 
thorough; after chapters on the early 
and move recent history of the gas 
turbine, the author com- 
pressors and turbines, modern practice 
and its economics, and future develop- 
ments, with the text elucidated by 
photographs and drawings. An ap- 
pendix lists industrial gas turbine plants 
in Britain, France, and Switzerland, 
and the book is completed by a useful 
bibliography and an index. 


discusses 


The Metropolitan Railway. By C. 
Baker. South Godstone, Surrey The 
Oakwood Press, Tanglewood. 7+ in. 

5 in. 76 pp. Illustrated. Paper covers, 
7s. 6d., cloth. 9s.—The nucleus of the 
Metropolitan was .the three-and-a-half 
mile line between Paddington and Far- 
ringdon, opened in 1863—the first urban 
underground in the world. Traffic was 
heavy from the start, and extensions 
followed to east and west: those to 
Moorgate and Brompton became part 
of the Inner Circle, in conjunction with 
the District. It was, however, the little 
St. Johns Wood extension, opened to 
Swiss Cottage in 1868, which was ulti- 


mately to change the “Met” into 
almost a main line; under Sir Edward 
Watkin’s chairmanship, the “ Met” 


steadily pushed it out into rural Mid- 
dlesex and Bucks, reaching Harrow in 
1880 and Aylesbury in 1892. It might 
have reached Worcester, or even the 
Mersey, but instead, as part of his 
* Manchester to Paris” scheme, Watkin 
decided to bring the Manchester Shef- 
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improvements and will include sleeping 
and restaurant cars. Interpreter guides 
will be provided. The tours are to last 
six days to a fortnight. The principal 
cities visited will include Cologne, Ham- 
burg, Frankfort - on - Main, Vienna, 
Milan, Zurich, Brussels and Paris. Fixed 
for the tour include transport. 
meals, hotels, guides, and excusions at 
the various stops en route 


IRELAND 
Tests of U.S. Coal 

The results of analysis, at Inchicore. 
of samples of American coal imported 
for railway use have been described as 
“tavourable” Although the volatile 
content at 37 per cent. is “a little high ” 
the ash content—about 6°5 per cent. 
is low, compared with 12 per cent. ash 


prices 


field & Lincolnshire south to the Metro- 


politan and run over it to London 
There was friction over the arrange- 
ment until a joint agreement in 1906. 
by which time the “Met” had _ in- 


1ugurated electric traction to Uxbridge 
and on the Circle. Electrification and 
the Metropolitan's own housing estates 
rapidiy increased traffic 
tratlic performance during the 
Wembley Exhibition of 1924, when 
11,500,000 passengers were carried. Mr. 
Baker has ably succeeded in the diffi- 
cult task of compressing the complex 
history of a fascinating, enterprising. and 
individualistic line. His illustrations 
give a good indication of the diversity 


The greatest 
Was 


of the locomotive and carriage stock, 
and he has not neglected the Great 
Northern & City line and the * Met’s ~ 
road services 

Scrap Means Steel The need tor 
scrap to implement the national steel 


production programme is the subject of 
a booklet, illustrated by photographs, 
published by Thos. W. Ward Ltd, 
Albion Works, Sheffield This publi- 
cation describes the extent to which the 
scrap metal industry is organised, and 
it is intended primarily to interest those 
whose operations do not bring them 
into touch with the economies of steel 
production, but who could materially 
aware of the urgency of in- 
creasing scrap returns. 


assist if 


The Economics of Industrial Paint 
Finishing.—The fact that preparing the 
surface and applying the paint cost three 
times as much as the paint. is stated 
in this 1.C.]. Paints Division publica- 
tion which shows that paint finishing 
costs affect 85 per cent. of all industry. 
The booklet emphasises that in deter- 
mining the standard of paint finish to 
be applied to an industrial product, 
the points of view must be considered 
of the purchasing, the sales, production 
and shipping departments, the works 
accountant, and the managing director. 
Attention is also drawn to the need for 
balancing sales effectiveness and 
durability against the cost of paint 


April 20. 195) 
content in recent samples of thro 
coal and briquettes from the United 


Kingdom. 

A committee has been set up to p 
tect C.I.E. coal dumps against th 
which cause substantial losses annu 
Notices are being exhibited through 
the system asking all staff to help 
finding efficient means of combating 
thieves. 


AUSTRIA 
New Semmering Tunnel 

Work on the second Semmering | 
nel, the subject of an article in o 
March 30 issue, has progressed so | 
that the meeting of the galleries w 
officially celebrated on March 21. 1 
work is scheduled to be completed 
October, 1952 


finish. Some directions are indicate 
in which paint finishing processes cai 
be reviewed so as to achieve the highes 
standard of finish at the lowest cost 


National Gazetteer of tha Divisions 
Districts, Groups and Depots of Britis! 
Road Services. London: The Road 
Haulage Executive, 222. Marylebone 
Road, N.W.1. 104 in. Sin. 152 pp 
Paper covers. Price 2s. 6d. net.—This 
gazetteer has been published to assist 
all users of British Road Services i 
making enquiries and placing orders 
It contains tull particulars of the 
organisation, including a list of 1,330 
British Road Services depots in town 
alphabetical order 


Onazot Insulating Material, —The 
use of Onazote as an insulating medium 
is described in a brochure issued by the 
Expanded Rubber Co., Ltd., 675 
Mitcham Road, Croydon, which 
also contains illustrations of its applica- 
tion to rail and road containers for con- 
veyance of fish and meat and othe 
perishable goods. Information is given 
on the method of machining. together 
with installation instructions, including 
the use of adhesives and hot applica- 
tions by the use of bitumen and so on. 
Physical and chemical properties of 
Onazote are also described 


Reconstruction of the Hellenic Stat 
Railways in 1950.—The text of this 
illustrated brochure issued by the Helle- 
nic State Railways is in Greek and Eng- 
lish, and the many pnotographic illustra- 
tions of tunnels, bridges and buildings 
are excellent. The year began with re- 
establishment of rail communication 
between Salonika and Athens, after 
which effort was concentrated on com- 
pletion of the rebuilding of the 
Salonika-Florina line. with its many 
heavy engineering works, and the many 
important works at Salonika, where 
three out-of-date passenger stations and 
freight yard; have been replaced by a 
modern passenger terminal. an extensive 
classification yard, and locomotive 
depot. 
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Passenger Charges Scheme, 1951 


Submission to Transport Tribunal by British Transport Commission of draft 
scheme covering London Transport and British Railways passenger fares 


T E Transport Act, 1947, Section 76, 
ays down that the British Trans- 
m Commission within two years of 


t issing of the Act on August 5 
| must submit to the Transport 
| val for confirmation schemes for 
t lurges to be made by the Com- 

on The two-year period was 
exicnded a further two years by the 


Minister of Transport in July, 1949, 
Ine first charges scheme, known as the 
London Area Passenger Charges 
Scheme was confirmed by the Trans- 
port Tribunal last year, when details of 
its provisions and of the hearings before 
t Tribunal were given in current 

es of The Railway Gazette; and sub- 
ject to certain modifications the scheme 
came into Operation on October 1, 1950. 

No charges scheme embracing goods 


lic has yet been submitted to the 
Tribunal: the increases in- railway 
ghts effective from May 15, 1950. 


d April 16, 1951, were authorised 
der the Act by the Minister of Trans- 
yort after consultation with the per- 
inent members of the Transport 
Pribunal. Similarly; no increases in 


passenger traffic charges have been 
made since nationalisation in 1948 
der the procedure last described: 


e London Area Passenger Charges 
Scheme and the scheme described below. 
Passenger Charges Scheme, 1951, 
e respectively the first and second 
of changes. or applications to 
make changes in fares, since 1948. The 
1951 passenger scheme was lodged on 
\pril 7. Hearing before the Transport 
lribunal is due to begin in June 


Area Affected 
The means of transport operated by 
the B.T.C. and the traffic 
charges embraced by the 1951 scheme 
nav be classified as: (a) London Area. 
subdivided into (1) London Transport 
excluding coaches. (2) London Trans- 


the 


eC 


series 


passenge! 


port coaches. (3) British Railways 
London lines excluding the London 
li'bury and. Southend line of the 


Fastern Region. and (4) the L.T-.S. line: 
(h) British Railways outside the London 
Area: and (c) general, i.e. certain fare 
changes proposed but not requiring 
specific authority under the scheme. 
The London Area the purposes 
of the scheme covers: (a) railways 
within the London Passenger Transport 
Area defined in the L.P.T. Act, 1933: 
(hb) those parts of the L.T-.S. line not 
included in (a): and (c) railways 
extraneous to (a) within an area roughly 


lor 


is follows: Luton - Dunstable - 
Cheddington - Aylesbury - High 
Wvcombe - Maidenhead - Slough - 


Windsor - Ascot - Woking - Guildford 
- Redhill - East Grinstead - Tunbridge 
We'ls - Sevenoaks - Otford - Wrotham 

Meopham - Gravesend - Tilbury - 
Southend - Shenfield - Bishop’s Stortford 
- Royston - Hitchin. This gives an 


area of both British and London Trans- 
port Railways within a radius of some 
25-40 miles of London. In accordance 
with Section 77 (2) of the Transport 
Act, which provides that “a charges 
scheme may revoke or amend any pre- 
vious charges scheme.” the 195] 
scheme proposes supersession and revo- 
cation of certain provisions of the 
London Area Passenge Charges 
Scheme 
Principal Changes Proposed 
The pattern of charges tor the London 


Area is the same as that authorised by 
the London Charges Scheme, but it is 


proposed that the average level of 
charge be raised 20 per cent As 
regards railways outside London, the 


fares structure is substantially 
Ordinary single fares will not 
Such concessions as monthly 
day return tickets will con- 
tinue to be granted within the statutory 
maximum, but at a higher rate, for 
which the B.T.C. has authority and will 


present 

retained. 
be raised 
and cheap 


retain it. Standard season ticket rates 
will be raised by about 10 per cent.. 
and as far as practicab'e sub-standard 
season rates will be raised to this 
standard. Workmen’s fares will be re- 


placed by a rather higher scale of early 


morning return fare available to all 
persons travelling before specified 
hours There are minor adjustments 


of excess baggage rates. Details of the 
main proposed changes are as follow: 
(a) LOndon Area: 


(1) London Transport (excluding 
coaches): Ordinary single fares to be 


increased from ljd. a mile to 14d.:; 
journeys of up to one mile to cost 2d. 
Early morning return fares by rail to 
be increased about 20 per cent. Early 
morning single fares by road to be 
increased so that the early morning 


single plus the ordinary single fare for 
the return journey substantially equals 
the corresponding early morning return 
fare by rail. Season ticket rates to be 
increased about 20 per cent 
(2) London 

Line’) Coaches: 
from Lid. to 
circumstances, 


Transport (“ Green 
Fares to be increased 
I3d. a mile. In certain 
minimum fares may be 
charged he term London Transport 
Coaches does not include omnibus 
services between London termini. 


(3) British Railways London (exclud- 
ing L.T.S.) Lines ; Ordinary single fares 
not to be changed. Day return fares to 
be increased from I4d. to 14d. a mile. 
Early morning return fares and season 
ticket to be increased about 20 
per cent. Monthly return fares to be 
increased about 10 per cent. (See under 
(h) below.) 


rates 


(4) L.T.S. Line : Ordinary single fares 
to be increased from lid. to I4d. a 
mile: journeys of up to one mile to cost 


2d. Early morning return fares and 
season ticket rates to be increased about 
20 per cent. 


British Railways Fares 


(b) British Railways Outside London 
Area 

Ordinary single fares to remain 

substantially at the present rate of 


slightly under 24d. a mile. The present 
erratic scale to be made consistent, in- 
cluding abolition of bonus mileage for 
Severn Tunnel and on. Con- 
tinental boat train fares between 
London and Dover and Folkestone to 


continue at present level. Early morn- 


SO 


ing return fares to be introduced 
generally at the rate for the London 


Area for journeys up to 20 miles: over 
20 miles, these fares will operate only 
where workmen's fares were formerly 
granted: the outward journeys by early 
morning return tickets to be completed 
by 8 a.m. Monthly return fares to be 
increased by about 10 per cent.: these, 
being calculated at a single-fare-and- 
one-third for the return journey, can be 
increased within the statutory standard 
at the discretion of the Commission 

Season tickets to be at the rate pro- 
posed for the London Area: increases 
generally will be less than 20 per cent., 


as rates at present are higher than in 
the London area. No season. ticket 
rate may be increased more than 25 
per cent. No fare may be increased 
more than 50 per cent. except where 
the increase is 14d. or less. The Com- 


mission may determine fares at its own 
discretion (within the statutory maxi- 
mum rate per mile) for sporting and 
other events for which special services 
ire provided. No increase is sought for 
sleeping-car supplements. seat reserva- 
tion fees, and so on. 

(c) General ; Other Changes Pro- 
posed ; Certain changes are proposed 
which do not require specific authority 
under the scheme: these are: (i) Aboli- 
tion of shift workers’ fares: (ii) abolition 
of traders’ season tickets: (iit) abolition 
of bulk travel and commercial travel- 
lers’ tickets discount: and (iv) bringing 
of sub-standard fares generally into line 
with standard fares with limitations on 
increases as shown under (hb) above. 
Many cheap day and excursion fares 
may be raised. Cross-Channel fares to 
the Continent and to Ireland are not 
covered by the scheme. Certain lake 
steamer fares however may be increased. 


Rise in B.T.C. Costs 
Simu'taneously with the publication 
of the 1951 scheme. the Chairman of 
the B.T.C.. Lord Hurcomb. issued a 
statement on the reasons for seeking 


increases in passenger charges. This 
points out that since the Commission 
submitted. in November, 1949, its 
application for freight rate increases 


(which took effect from May, 1950) and, 
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in February 1950, the London Passenge 
Charges ‘Scheme, the level of costs on 
which these submissions were based has 
risen rapidly. Some of these increases, 
such as in petrol and fuel oil, include 
falling on road passenger and 
owned by the 


those 
freight undertakings 


Commission, which as far as possible 


are being covered bv increases in 
charges, but only after a considerable 
time-lag. Even so, including the rail 
way Wage increases earlier this year 


oad 
is pointed out that since the end of 1949 
B.T.C. annual outgoings rose by ove 
£40 million. In addition, the time-lag 
between in costs and the putting 


rises 


into force of increases in charges is 
estimated to have cost the B.T.C. some 
£15 million in 1950. The statement 
then outlines the historv of the Com 


mission's accumulated deficit of £40 


million, which has precluded the forma- 
tion of a genera! 


eserve as required 


by the Transport Act 
Nevertheless. in the latter part of 
1950, when the freight rate increases had 


been effective since May, and the 
London Passenger Charges Scheme was 
becoming (in October) effective, “it 
was, states Lord Hurcomb. * possible 
to feel that a position ol financial 


equilibrium was in sight.” Towards the 
however, the 
and early in 1951 


with 


end of the yea 
again deteriorated. 
the B.T.C. was 

its net revenue 1951 of some 
£25 million. Hence the application to 
the Minister of Transport for an 
interim increase of 10 per cent. on rail 
way freight and other charges 
which 


April 16 


position 
faced da deficit on 


iccount 


certain 


took effect from 


RECOMMENDATIONS ON CLAIMS BY C.LE 

STAFI The Chairman of the Joint Indus 
trial Council of C.LE. has announced that 
the council had ruled on the application 
of the lransport Salaried Staffs’ Associa- 
tion that the payments for overtime, Sun 
day duty. might duty. superior duty and 
work performed on public — holidavs 
recommended by the council in October 


last, should be’ calculated for the ret 

spective period on the basic remuneration 
only. The association had claimed that 
retrospective payment should be made at 
the increased rate from last July The 


council also made a recommendation that 
after three vears on the maximum standard 
rate Class 3 stationmasters should be paid 
i personal allowance of £25 a vea to 
apply from last July. This allowance is 
to rank for pension purposes. The council 
ulso) ruled that Class stationmasters 
should be paid a special allowance of £10 
a year during the time that they supervise 
a clerical officer in receipt of £450 a year 
or more. This is also to apply from July 
1 last. After more than three hours’ private 
session the council announced its decision 
on applications by the T.S.S.A. on behalf 
of stationmasters, goods agents, and male 
and female clerical staff emploved by C LI 

The following are council's 
recommendations The existing “on 
call” 74 1 

cent. from January | last: staff members 
who are married or have one or more 
dependents and who are obliged to take 
lodgings away from home on transfer are 
to be paid a lodging allowance of £3 a 
week for not more than ten weeks: all 


some of the 


illowance is increased by pel 
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Although this is estimated to yield £20 
million in a full year, as regards 195] 
t will yield less than three-quarters of 


that sum The Commission therefore 
felt obliged to seek some increase in 
passenger fares 

Level of Passenger Fares 


Passenger transport, it is stated, com- 


pared with pre-war is one of the 
cheapest commodities available in this 
country Since nationalisation there 
have been no railway passenger fare 


and cheap 
The net 
London 


| 
lt 
ncreases Outside London, 


fares have been re-introduced. 


ncrease authorised under the 


charges scheme was only £2°7 million 

vear, although London’ Transport 
fares as a whore had since 1939 risen 
less than main-line railway fares The 
total passenger revenues of the Con 


t 


mission's activities affected by the new 
charges scheme are about 


passengel 
£165 milion a vear The se 


In tne 
tish Rail- 


cost Of passenger travel on Br 


ways and London’ Transport. since 
nationalisation is therefore about 4d 
in the £, less the effect of cheap fare 


re-introduced 


the statement continues. 


achilies 


Even to-day 


London Transport fares average only 
43 per cent. up on pre-war, and fares 
in the London Area (including British 
Railways suburban lines) 51 per cent 
British Railways statuto passenger 


fares have risen on 


nT 


per cent 
though certain pre-war cheap facilities 
have not been introduced. Figures are 
then quoted for the ris commodities 
the Commission has 


es Lord Hurcomb 


ind articles which 


to buy lo these, stat 


Sunday shall be pa d 
council also 


iltered or nserted ew paragraphs in 
Clauses dealing with night duty 


ind over? 


time. New claims were submitted on behalt 
of 141 SUPervisors empk ved by C.I.E. The 
main claims are fo inmnual leave “on 
call” ilowance and expenses The 
council’s findings on these claims will be 


April 27 


innounced on 


PROFESSIONAL ENGINEERS APPOINTMENTS 
BUREAU. —During 1950. names in- the 
egister of the Professional Engineers 
Appointments Bureau fell from 541 in 
January to 409 by the end of the year 
‘nd of the year 
of the bureau 


Total registrations to the 


were 1.947 he main wo 


has been with engineers tIready = in 
employment. and most of those unem 
ployed ire aged over 45 The real short 
ige is stated to be particularly of men 


with highly specialised experience and out- 
standing academic qualifica A major 
difficulty in placing engineers ts the 
tion of employment, due to the housing 
shortage. Except in special circumstances, 
it has been the policy of the bureau not 


posts carry 





1OnS 


loca 


to put engineers forward 


ing salaries below the minimum figures 
shown on their application forms. but 
nany engineers in the register specified 


minimum salaries much in excess of those 
offered by employers. Although at present 
the demand for professional engineers 
exceeds the supply, the bureau states that 
employers could help by not demanding 


{pril. 20. | 


must be added the additiona! ¢ if 
petrol and fuel oil resulting fr e 
budget, which will add £34 m to 


the Commission’s outgoings. 


Effect of New Scheme 
The effect of the 1951 pa 
charges scheme proposals is a 
about £17 million in a full ve 
the changes are approved, the 
cost of travel will be about 75 px 
above pre-war in the London Ar 
YO per cent. outside London As 
can be estimated (Lord Hurc 
statement continues) the propos 
the London Area should produce 
receipts just sufficient to meet th 


cost of the services concerned, 
ing contributions to Central ¢ 
ind reserve. As regards services 


side London, the alterations pro; 


within the statutory 


categories oO 
“are designed to secure not 
than the maximum volume o 
receipts which can reasonably 
expected from these pa ticular sour 
Meanwhile, it 1s pointed out, the 
creases cannot be effective 
months, and their justification mus 
sought on the financial position expec 
for 1952 There are no grounds 
statement continues, for assuming eif 
that decline or that trat 
will increase 2 The trends 


by 1952 
In conside 


for § 


costs W I] 


in the reverse di 


ection. 
the financia! position of ail 
the trends of 
London, and there 

issumINg any impro\ 
existing level of  tratl 


receipts. even if fares were reduced 


transpe 
outside London costs 
the same as in 
no grounds fo1 


ment in the 


qualifications ind experience beyond those 
ictually necessary for their requirements 
Vacancies notified totalled 1.111, a con 
proportion of overseas vacancies 
being in the Middle and Far East, Indi 
and Pakistan. Some difficulty was expe 
enced in finding candidates willing to 
There is always 
steady demand from registrants for en 
ployment in)’ Canada, Australia. Soutl 
Africa and Europe but few vacancies are 
notified from countries. employe 
usually requiring specialised experience 
More vacancies might be filled if the uppe 
ige limit) stated by employers was 
increased. It would help the bureau if 
employers able to offer apprenticeships. o1 
other recognised training. would notify 
particulars Generous donations have 
been received from employers, but as the 
registration and appointment fees of the 
bureau are very | total 


siderable 


to these countries 


these 


low, revenue wi 
not sufficient to meet the expenses actually 
incurred, 


BRITISH ALUMINIUM COMPANY RESULTS 

The total net British Alum 
nium Company groun as at December 31 
1950, show a growth of £2.543.886 at 
£20,012.595 Net current assets have in 
2.331.966 to £6.291.244, and 


creased by £2 
I assets and investments of 


issets of the 


th fixed 

£13,721.351 (£13.509,431 in 1949) make up 
the total, The consolidated profits ar 
given as £2,112,771 (£€1.803.595) and a 
dividend of 10 ner cent. (the same) is pro 
posed. The 2.000.000 ordinary £1 shares 
issued at 34s. receive a dividend of 3 per 
cent. for 1950. 
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Traction Loads on Industrial Power Networks 


Benefits to railways and other consumers obtained by joint 
use of an electricity generation and distribution system 


| DU. 195) 
\\ H the extension of electric Supp! 
systems the necessity for electri- 


fi Iways to generate and distribute 
power I's Lhe 
x ities of combining the load for 
traction with supplies to indus- 

nd other consumers on the same 


5 were the subject of 


own reduced. 


a paper pre 


earlier this year at a sectional 


i in Delhi of the World Power 

( erence by the late Mr. F. Lydall, 
( uitant to Messrs Merz «& 
Vi llan, and Mi C M Cock, 
General Manager, Traction Depart- 
the English Electric Co. Ltd 

Some extracts trom the paper are given 
w. It will be reproduced in full 
i¢ bound Transactions of the Con 
erence. [he British National Com- 


tee of the World Power Conterence 
its offices at 201-202, Grand Build- 
Trafalgar Square, London, W.C.2 
Reviewing existing practice, the pape! 
called that in Germany and Switzer- 
id the practice of generation at low- 
equency single phase in special rail- 
power stations for the 16%-cycle 
iction systems was considered justified 
on economic grounds. Sweden generated 
similarly at 15 cycles for the iron ore 
railway in the North, but electrifica- 
tions since 1923 have taken power from 
3-phase National Grid at 50 cycles. 
wer is distributed to the track 
ctors as single-phase a.c. at 16 


Wal 


con 
cycles 
om frequency-changer substations. It 
is considered that the comparative in- 
the 


service 


iclency ot substations (average 
elficiency in ibout 84 pel 
was fully offset by the 
sidiary advantages : 


cent.) 
following sub 
Elimination of the 
surden of providing special low-fre- 
quency power stations and erecting 

double set of transmission — lines 
throughout the country: the use of the 
notor-generators in the substations as 
i means of regulating the voltage of the 
three-phase grid system; and the wide 
spacing of the railway substations, with 
he matintenance of constant contact 
ne voltage. 


United States Practice 
In the United States the Pennsylvania 


Railroad a.c. electrification purchases 
ill the power required from public com- 


panies. One such company, located in 
Philadelphia, supplies most of the 
electrification requirements from fre- 
quency-changing stations located ad- 


jacent to large 60-cycle, 
generating stations. For example, this 
company at its Richmond station in 
Philadelphia generates power at 13,200 
volts, 60 cycles. three-phase: converts 


three-phase 


it to 13,200 volts, 25 cycles, single- 
phase through motor-generator sets, 


each having 30 kW. capacity; and sells 
it to the railway, which transforms the 
single-phase. 25-cycle power to 132,000 


volts or distribution ove ailway- 


owned and operated lines 


The other considerable a.c. electrifica- 
tion in the United States is the New 
York-New Haven section of the New 
York, New Haven & Hartford, using 
single-phase current at 12,000 volts, 
25 cycles Power for this scheme is 
provided by a special railway low-fre- 
quency generating station, — supple- 


mented by power purchased trom com 
panies in New York and New Haven, 
and by an emergency supply from a 


requency-changer ‘substation at East 


New York, capable of delivering 5,000 
kW 

The question whether the arrange- 
ment of separate generation and trans- 
mission will be adopted for the new 


electrification to be 
carried out in Germany on the so-called 
Arnold Plan (500 to 600 miles of line) 
is under consideration The efficiency 
of conversion, three-phase standard fre- 


single-phase 


programme ol 


quency to 
would be 
substituting rectifiers for 
motor-generators, but the trials of Many 
Basle with an experimental 
installation on lines have shown 


that this system is not yet ready for 


low-frequency 
considerably improved by 


mereury ike 


years al 
these 
use 


in a large-scale electrification scheme; 





nevertheless. it is intended to continue 
the trials 

Nearly all early d.c. electrifications 
generated their own power because 
50-cycle rotary converters were not 
ivaillable for substation equipments, 
but no more special low-frequency 
power stations were built for railway 
electrification from 1924 onwards. The 


present position is that rectifiers, due to 


their high efficiency at all loads, suit- 
ibility for any frequency and voltage, 
ind low maintenance costs, have 
superseded rotary converters and 
motor-generators for any new d.c 
electrification schemes and for recon- 
struction of existing substations. There 


now no technical 
supply for d.c 


is thus objection to 
taking electrification 
from the national grid or trom supply 
companies operating at the standard 
irequency 


Railway Load Promotes Development 

If the railway load is large in com- 
parison with the industrial and domestic 
supplies in the area through which the 
railway runs, the use of the generating 
and transmission system provided 
mainly for the railway electrification 
acts as an important stimulus to the 
development of the general supply. and 
is thus of benefit to the com- 
munity in the area. The combination 
of the railway load and the general 
supply has also the effect of reducing 
the cost of power to the railway. 

If the railway load and the general 


great 


supply are both substantial, a single 
system of generation and transmission 
will proportion of 
stand-by plant and capacity than two 
This should result in 
lower costs in respect of capital charges 
or both the railway load and the indus- 
trial and domestic supplies. There may 
ilso be some diversity between the two 

im- 


' re r Ile 
equire a SMaliel 


separate systems. 


classes of supply, resulting in an 
proved load facto! 

If the railway small in com- 
parison with the industrial and domestic 
supplies, the railway will benefit by 
being able to purchase power at a 
cheaper rate than would be practicable 
if it depended on its own generating 
and transmission system 

The paper quoted the acquisition by 
the Natal Central Undertaking in 1927 
of the supply system established by the 
South African Railways for thei 
Pietermaritzburg-Glencoe section. This 
system was designed from the outset to 
generate and transmit power at 50 cycles 
with the special intention of its even- 
tual use for giving supplies to munici- 
palities, industrial, mining and domestic 
consumers throughout the area 
traversed by the electrified railway lines 
Figures were quoted in the paper to 
show how the general supply in this 
area had grown continuously from very 


load 1s 


small dimensions, at the time when 
electrical operation of the railway 
began, to the present-day consump- 


tion, which, although still small com- 
pared with the railway load, is such as 
to have a material effect on the indus- 
trial and domestic development of the 
area. The figures also showed the bene- 
ficial effect of the combination of sup- 
plies and the growth of total demand 
on the prices at which power is sold to 
consumers of different classes, including 
the railway administration. 

The ownership of the power supply 
system, the power station, transmission 
lines, and possibly the traction sub- 
Stations, is a separate issue. The deci- 
sion will depend on several considera- 
tions, including the relative magnitude 
of the traction load and the supplies to 
other consumers, priority of supply to 
the railway in the event of a partial 
breakdown, control of track feed from 
the substations in relation to railway 
operation, and the fact that a supply 
company or a provincial board is better 
adapted to the negotiation of contracts 
for bulk supplies and supplies to indus- 
trial and domestic consumers than a 
railway authority. 


Kconomies from Combination 
One example of these alternative 
policies is the railway power station at 
Stonebridge Park. This was put in com- 
mission in 1916 for supplying the 
(Continued on page 439) 
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Report on Electrification of Railways 


Considerations influencing the choice of 1,500V. d.c. 
for future electrification schemes in Great Britain 


I‘ arriving at its general recommen- 

dation of the 1.S500V. d.c. overhead 
line system for future electrification in 
Great Britain. the Committee on Elec- 
trification of Railways appointed by the 
Railway and London Transport Execu- 
tives made a detailed scrutiny of alterna 


tive methods. both established and 
experimental. Full weight was given 
to the trend towards 3,000V. d.c. else- 


where, but there 
peculiar to this country which tipped the 
scale in tavour of the lower voltage, as 


shown in the summaries of the report in 


are circumstances 


our March 23 and April 6 issues. As 
then recorded, comparative estimates 
TABLE | 


Capital expe 


Rolling stock 


Electrical equipment of track 
Alterations to way ar 
Substations 


Transmissio 






Annual ap 

Rolli 

Elect pme of 1 

Alte iw 

ubstat yr 

Ost 1 ele t y 

re € 

were prepared of typical schemes on 


alternative electrical systems Among 
them was an estimate for 115 route-miles 
of main-line with a traffic density of 7.8 
million trailing ton-miles per annum per 
mile of single-track running line, which 
was selected as typical of the four-track 
main lines in this country 

As it is stated in the report that future 
conversions to electric traction in this 
country are likely, in general, to be con- 
fined tor many vears to lines with high 
traffic density, the for the 
various systems on a route of this type 
are reproduced in Table |. It is em- 
phasised in the report that the capital 
charges and operating costs shown cover 
only those items which are affected by 
the choice of system, and do not repre- 
sent the total costs of electrification. The 
percentage differences in favour of one 
or the other of the four systems 
therefore. marginally than 
appear from the table. 


estimates 


are, 


less would 


Design of Dua!-Voltage Stock 
An important 
1.500V. dic. 


need for a 
running with 


factor in favour of 
for Great Britain was the 
certain amount of inter- 
lines electrified on the 


ELECTRIFICATION COSTS OF FOUR SYSTEMS FOR FOUR-TRACK 


GAZETTE 


Section 
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lower-voltage third rail systent It is 
stated that no difficulty arises in design- 
ing multiple-unit trains for dual-voltage 
operation on 750V. third-rail and 1,500V 
overhead line systems. Although existing 
third-rail systems operate at 
ranging between 630 660 d.c., all 
equipment recently renewed tor these 
installations is capable of operating at 


740V 


voltages 


and 


Four motors are necessary on each 
motor coach to provide for the usual 
series-parallel control on both 750 and 
1.S500V on two motor coaches, with o1 


without the interposition of a trailer. ca 


} } ] t ] 
be coupled together electrically, eac 
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wi y 
coach being equipped with two motors 


This power equipment n ye connected 


n two Wavs 
(a) the complete equipment may con- 
sist of two 750-volt sets. each with its 


own complement of group switches, con- 
tactors and resistances, the tw 
ng connected in parallel for 750-volt o1 
in series for 1,500-volt oper 
Alternatively (/): the motors 
grouped in pairs, those 
ing connected in in parallel 
according to the line voltage, with cor 
responding groupings of the component 


o sets be- 


ation 
may be 
of each pair be- 


series Ol 


parts of the single set of resistances 
Motor-generators for 1,500/750 volts 
must be provided tor the operation of 
the 750-volt auxiliary equipment when 
the train is running the 1.500-volt 
overhead line system. The heater circuits 


on 


TABLE 2 TRAFFIC 


Reading Camberley 
Gillingham Maidstone 
Portsmouth via Guildford 
Portsmouth via Horsham, erc 


INCREASES ON S.R. AFTER ELECTRIFICATION 


April 20. 


in each coach must be sub-divid 
series connection of 1,500V. and p 
connection on 750V. by means 
mote-controlled or automatic ¢ 
over switches. 

The only problem that may 
that of accommodation of the en! 
equipment on the motor coach. Ii 
be necessary to house some of the 
in the coach, if the available space 
the coach betwen the bogies IS I 
clent. 


Third-Rail Locomotives 


Locomotives required to run 
third-rail system must be of specia 
sign in order that power may be n 
tained when over gaps in 
conductor rail. It is that 
design similar to that of the Souths 
Region motor-generator machines, 
quite practicable to the t 
M.G. sets in series or in parallel acco 
ing to the voltage in While 
flywheel principle IS accepted a8 an 
portant advance in the design of locom , 
tives tor conductor rail systems, the 
port suggests elsewhere that sections 
overhead line at the same voltage mig 
be prevent — stalling 
lengthy gaps when hauling heavy mi 
eral trains on steep gradients 


passing 


stated 


connect 


use 


necessary to 


Traffic Trends 


Both in passenger and freight trafl 
a trend toward 
lighter and faster trains, with improve 


Irequency ol 


the committee foresees 


passenger services and 
number of booked treight 
trains formed, perhaps, of 35 instead « 
50 fitted stock These tw 
tendencies in turn will make it necessary 
to speed up slow-moving and heavily 
loaded trains, Which may entail 
limit on loads in the region of 850 tons 
though trains from 1,000 to 1,100 tons 
could still be operated on multi-track 
routes. It is considered that for all these 
purposes no electric locomotive with 
capacity of more than 3,500 h.p. is likely 
to be required 
Experience 
sumulation of 


raster 


increased 


Wagons ol 


coal 


has shown already the 
tratlic resulting fron 
more frequent and more regula 
Table 2 compares 
the number of passenger journeys in the 
last year betore electrification with travel 
for 1947, on routes where the 
former Southern Railway extended elec- 
trification beyond suburban limits 


passenger services. 


Statistics 


Passenger journeys Passenge 

Electrified n last year before journeys 

electrificatior 1947 
Jan., 1939 1,500,000 4,750,000 
July, 1939 4,750,000 8,750,000 
July, 1937 3,000,000 7,250,000 
July, 1938 3,750,000 8,500,000 
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s thought that the trends in pas- 


se, cer and freight services will increase 


scope for locomotives of the mixed 
c¢ type, which would handle the bulk 
ie traffic. This development would 
onducive to better utilisation of mo- 
power and, therefore, to economy 
capital expenditure. In this connec- 
it is interesting that attention 1s 
vn elsewhere in the report to the fact 
d.c. motors can now be designed 
a wider range of speed and power 
ition by field control. 
Dealing specifically with freight ser- 
es. it is pointed out that electrification 
increase the as erage speed of trains 
hout increasing their maximum 
ed. Improved braking characteristics 
of assistance in this respect, and it Is 
yught desirable. in view of the small 
ount and cost of the equipment 
juired, to consider the provision of 
ostatic braking on electric locomo- 
es intended for working the heavier 
uneral trains in certain 
enerally in this country the nature and 
‘ngth of gradients are not considered 
» justify the more eXpensive equipment 
‘cessary to provide regenerative 
raking which returns energy to the line 
With regard to shunting, it is recom- 
ended that the complementary use ot 
liesel power should be studied in pre- 
yaring any electrification scheme. Reter- 
‘nce is made to the design of an electric 
comotive for British Railways with an 
uXiliary diesel-driven generator to pro- 
de power tor shunting on non- 
ectrified — lines Such locomotives 
ould enable the equipment of sidings 
» be reduced to a minimum 


regions 


for 


Traction Loads on Industrial Power 
Networks 


(Concluded from page 437) 
Euston-Watford line, and was equipped 
with 25-cycle generating plant. It was 
econstructed in 1941-1944 with 50-cycle 
plant The ownership of the station 
emained with the railway, but in 1947 
the station was interconnected with the 
National Grid tor exchange of power 
by means of two 10,000-KVA. trans- 
formers, 

An agreement is now under negotia- 
tion for the two former Southern Rail- 
way power stations at Durnstord Road 
ind Deptford East to be reconstructed 
by the British Electricity Authority for 
generation at 50 cycles to supply all the 
power required by the railway for the 
suburban area and a large amount of 
power for the Grid. 

A study of various alternative 
irrangemenits for Durnstord Road was 
made by Messrs. Merz & McLellan in 
1947 and embodied in a report for the 
Southern Railway Company. The com- 
parative costs were calculated on the 
basis of the following railway require- 
ments :—maximum half-hour demands, 
45,000 kW in the winter, 41,000 kW in 
the summer: maximum 3-minute de- 
mands, 50,000 kW in the winter, 45,000 
kW in the summer: annual consump- 
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The report shows that there are 9,800 
route-miles of railway in all countries 
(excluding urban’ systems) electrified 
with single-phase low-frequency 
compared with 10,200 route-miles using 
d.c. at 1,200, 1,500 or 3,000 volts. Traffic 
conditions in Great Britain are such that 
the low-frequency, single-phase system 
does not show a financial advantage even 
on lines of low tratlic density, in spite ot 
the possibility of reducing the cost ot 
overhead equipment when using a volt- 
ige of the order of 15,000. So far trials 
of rectifier equipment for converting 
industrial frequency power to a low fre- 
quency for traction remain in the 
experimental stage, and it Is necessary to 
employ substations with  frequency- 
changing motor-generators. It is pointed 
out, also, that single-phase motors are 
not well-suited to the operation of 
multiple-unit trains in suburban service, 
as frequent starting is liable to 
rapid wear of commutators and brushes 
Further, it is necessary to bouse the main 
transformer in the body of the motor 
coach, reducing seating space, 
the equipments are of small capacity 

Certain convert a 
phase supply to d.c. or three-phase a.c 
in the locomotives, but the single-track 
mileage on which such systems are em- 


ployed amounts to less than 5 per cent 


a.€., 


cause 


unless 


railways 


single- 


of the total mileage electrified with 
single-phase a.c The convertor loco- 


motives in the United States have been 
designed for working mineral trains ot 
$000 to 6,000 tons on steep gradients, 
traffic conditions in Great Britain 
that the convertor or motor- 
locomotive with d.c. traction 


and 
are such 


generalol 


tion 150 million units. It was assumed 
that the turbo-alternators would be over- 
hauled only during the summer months 
when the demand was reduced The cost 


of power to the railway in the different 





circumstances clearly showed the ad- 
vantage of combining railway and 
general supplies, as tabulated below 
Cost per unit to the railway 
for a supply of 150 million 
neme gynits pe r annum, assuming 
wwerest Charges of 
24 per cer 4 per cent 
Supply from Grid No 
s ICtio aliway 
Veg ost f connec 
° ): 822 ) 826d 
2. Existing station recon 
structed with five 15,000 
kW sets. No Grid cor 
nection 0: 867d 0- 922d 
3. Existing station recon 
structed with four 15,000 
kW sets and connected 
to Grid for stand-by 
supply 834d > 88id 
4. Existing station recon- 
structed with four 30,000 
kW sets, to give a total 
supply to the railway and 
the Grid of 400 million 
ynits per annum, with ar 
average monthly maxi 
mum demand of 100,000 
kW 0-673 ) 709d 


5. A new station constructed 
on adjacent site, equipped 
with six 30,000 kW sets 
to give a total supply to 
the railway and the Grid 
of 600 million units per 
annum, with an average 
monthly maximum de- 
mand of 150,000 kW 0-673d 0-7\Id 


Scheme 4 above is the one which has 
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motors would have no advantage over 
a machine with normal a.c. commutator 
motors. The committee also investi 
gated the Kando system of converting 
single-phase to three-phase a.c. for the 
traction motors, but is unable to recom- 
mend it because of the complication of 
the convertor set in the locomotives and 
the fact that probably much traffic on 
future electrifications in Great Britain 
will be worked by multiple-unit trains. 


Future Developments 


It is considered that the possibility of 
using 50-cycle a.c. for traction is a 
development that may prove of con- 
siderable importance, and the various 
systems now being tested are reviewed. 
[he committee’s recommendations state 
that the system might conceivably have 
advantages for the conversion of secon- 
dary lines provided it were not preju- 
dicial to operation on adjacent lines 
equipped on the standard system. It is 
therefore suggested that, when econo- 


mic conditions permit, the Railway 
Executive should consider an experi- 
mental installation on the 50-cycle 


system on a suitable line. On similar 
terms the possibility of using 3,000 \ 
d.c. for secondary lines with light traffic 
is not ruled out in the recommendations. 

The use of higher d.c. voltages than 
3,000 is technically practicable, and sug- 
gestions are made for suitable motor 
combinations and control systems for up 
to 6,000 \ There would be difficulties 
and disadvantages in their use, however, 
and the committee has not thought it 


necessary to take account of d.c. volt- 
ages higher than 3.000 
been adopted for Durnsford Road. 


Figures were also quoted in the paper of 
estimated costs of production at Dept- 
tord East, showing a cost per unit of 
062d. with 50-cycle plant compared 


with O-87d. if generation continued at 
25 cvcles. 
PALTAl RAILWAY COMPANY REPORT 


The report of the Taltal Railway Co. Ltd. 
for the year ended June 30, 1950, shows 
that working receipts were £104,675, 


I against 
t111,609 for the previous year. 


Expenses 


were £107,056, against £140,987, resulting 
in a loss of £8,122, compared with 
£35,370. After deduction of income from 


investments, and adjustments for income 
tax and other charges, the net loss was 
£885. which, with the debit balance from 


last year, made a debit balance to be 
carried forward of £95,968. A tariff 
increase of 40 per cent. granted by the 
Chilean authorities and a rise in traffic, 
iccounted for the improvement in gross 
receipts of some $6,274,000. Unfortu- 


nately. a government decree made retro- 
ictive to January 1, 1949, placed a new 
burden on the company; otherwise the 


1949-50 results would have shown a small 
profit, instead of a loss of £885. The com- 
pany has presented another petition for 
an increase in traffics to meet rises in costs. 
During the year, Oficinas Alemania, 
Chile, and Flor de Chile have been in con- 
tinuous operation, but Oficina Esperanza 
has not yet reopened. 
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Mechanical Requirements of Pantograph Design 


Combining rigidity with light weight and rapid 
adaptation to small changes in height of contact wire 





Pantograph type T.C.1. first used on G.E.C. stock for the Estoril Railway, 
Portugal 


d eo problems of pantograph design 
are mechanical rather than elec- 
trical. A satisfactory pantograph must 
maintain as nearly as possible a steady 
pressure on the overhead wire between 
certain limits of height, and at the same 
time withstand the horizontal forces 
impressed on the framework by wind 
pressure, the rocking of the train, and 
the friction between pan and contact 
wire. Clearly the structure as a whole 
must have a certain rigidity, but this 
must not be obtained at the expense of 
excessive weight. 


BRITISH RAILWAYS FIRE-FIGHTING CONTEST. 
—Eliminating contests are now taking place 
in all Regions of British Railways to de- 
cide which teams will take part in the first 
Inter-Regional Fire-Fighting Competition 
to be held in London on May 30. The 
number of teams entered is 265, and they 
will be drawn from all grades of staff at 


stations, depots, workshops, and _ offices. 
Two will represent each Region in the 
finals. The competition is divided into two 


parts, one for hydrant drill and the other 
for trailer pump drill, and a_ challenge 
shield will be presented to the winners in 
each event. The competitions are being 
staged in conjunction with local authority 
fire services, and London Fire Brigade 
officials will act as judges in the finals. 


F.H.LLtoyp & Co. Ltp. Fitm—On_ April 
12 a 30-minute indusirial sound film, 
“Great Names,” was given a private show- 
ing in London. The film has been made by 
the Big Six Film Unit for F. H. Lloyd & 
Co. Ltd., and depicts the production of 
steel castings and the use of Lloyd steel 
castings in the manufacture of capital 
equipment at the works of Aveling-Barford 
Limited, Associated Portland Cement 
Manufacturers Limited, British Railways 
(Doncaster Locomotive Works), Distington 


he inertia of the system must be kept 
low, as the maintenance of contact be- 
tween pan and contact wire requires the 
pan rapidly to follow changes in contact 
height due to the sag of the wire, passage 
through tunnels and under bridges and 
so on. In addition to such changes, 
which are usually of large dimensions 
and low frequency, there are shorter 
movements of higher frequency due to 
rail irregularities, carriage springing and 
so on.. Though it is not difficult to give 
the pantograph framework _ sufficient 
acceleration to follow large changes in 


Engineering Co. Ltd., Huntington, Heber- 
lein & Co. Ltd., North British Locomotive 
Co. Ltd... Ransomes & Rapier Limited, 
Ruston-Bucyrus Limited, Vulcan Foundry 
Limited. Woodall-Duckham Vertical Re- 
tort & Oven Construction Co. (1920) Ltd.. 
and Wellman Smith Owen Corporation 
Limited. Sound tracks are being made of 
the commentary in French, Spanish. Por- 
tuguese, and Turkish to enable copies to 
be made in these languages. The film with 
the Turkish commentary will be shown at 
the Izmir International Fair from 
August 20 to September 20 next and a 


wide distribution overseas has been 
arranged. 
R.C.T.S. East LONDON RaiL Tour. 


Nearly 500 railway enthusiasts took part in 
a tour of East London by special train on 
April 14. which was organised by the Rail- 
way Correspondence & Travel Society in 
conjunction with the Eastern Region of 
British Railways. The 25-mile tour started 
at Fenchurch Street at 2.30 p.m. and ended 
at Stratford at 4.38 p.m. The itinerary 
included the Blackwall line as far as 
Millwall Junction. the former Eastern 
Counties Railway branch to North Wool- 
wich. and a return from Stepney East to 
Stratford via East Ham and Forest Gate 


height, it is impracticable to make i 
main linkages follow small, quic 
vertical movements, and the pan | 
usually sprung to the apex of the pant 
graph, the springing then taking care 
small vertical changes. 

An example of these features 
pantograph design is seen in the G.E< 
lightweight equipment illustrated. Th 
frame is of light-weight tubular coi 
struction and carries a single pan sprun 
to the apex of the pantograph in suci 
a way that it always moves up and dowi 
with its plane parallel to the mountin; 
plane of the pantograph. Light torquc 
bars across the pantograph apex 
prevent the tilting of the pan, which 
is possible if each end is independently 
sprung and which results in reduced 
ciearance. 

Rigidity of the framework and mini 
mum friction is ensured by the use ot 
ball-bearing joints; the bearings are 
shunted by means of copper flexibles 
The pantograph is raised by air pressure, 
but when once lifted is maintained in 
position by the two springs seen in the 
illustration. When the air is released 
from the air cylinder, the collapse of the 
framework under the influence of the 
down springs is regulated by a damping 
choke in the cylinder exhaust. 

[The pantograph illustrated is now 
successfully in service on the locomotive 
and motor coaches recently supplied by 
the General Electric Company to the 
Estoril Railway, Portugal. The design 
is being used for the motor coach equip- 
ments under construction for the Man- 
chester-Sheffield-Wath electrification. 


Junction. Many of the lines and junc 
tions covered had not been used by 
through passenger trains for several years. 


LONDON TRANSPORT: “ ROVER” TICKETS 
FOR JUVENILE PARTY TRAFFIC.—An _ addi- 
tional cheap ticket facility, designed to help 
children to see the sights of London during 
the Festival of Britain, has been introduced 
for parties of children travelling by London 
Transport railways. Known as the “ Rover” 
ticket, it allows parties of 20 or more 
children, with accompanying adults, to 
travel anywhere in the defined area on the 
day of issue. The ticket costs 1s. for each 
child under 16 and 2s. for children over 
16, and for adults travelling with the party. 
The sections of line over which the ticket 
is available are between Aldgate East and 
Hammersmith (both stations) on the Dis- 
trict and Metropolitan Lines: on the Inner 
Circle; between Elephant & Castle and 
Queens Park on the Bakerloo; between 
Finsbury Park and Hammersmith on the 
Piccadilly; between Camden Town and 
Clapham South on the Northern; and be- 
tween Liverpool Street and White City on 
the Central Lines. The party ticket is 
obtainable in advance at London Transport 
headquarters at 55, Broadway, London, 
Sid. 
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Electric Traction Secticn 


Electric Traction in South Africa 


Electrically-hauled mail train in Natal 


Rael ad 


Multiple-unit suburban train on the Reef 





142 THE RAILWAY GAZETTE April 20, 195 


The Trans-Arabian Railway 


American interests are constructing a standard-gauge line 
from the Persian Gulf into the interior of Saudi Arabia 





EFORE the end of the war there 
were few visitors to the Kingdom 
of Saudi Arabia, except Mohammedan 
pilgrims to Mecca, mainly for whom 
the 3 ft. 54 in. Hedjaz Railway from 
Damascus to Mecca was constructed by 
the Turks between 1901 and 1908, when 
Arabia formed part of the Turkish 
Empire. The activities of Lawrence and 
his guerillas wrecked the line in 1917, 
and no trains have since traversed its 
southernmost section. In 1933, King 
Ibn Saud guardedly granted oil conces- 
sions to an American enterprise, which 
made a slow beginning but blossomed 
rapidly as the war in Europe ended and 
the demand for oil in the East 
intensified. 

Four great American oil companies 
formed a powerful concern to operate 
the concession and market the produce. 
This was the Arabian American Oil 
Company (better known as Aramco), 
which rapidly developed and expanded 
the 440,000 sq. mile concession. With a 
base at Dhahran, near the Persian Gulf, 


plant and refineries at Dammam, Abgqaiq, 


and Ras Tanura, Aramco brought in 
thousands of Americans, Indians, 
Italians, and others to work at these 
centres, and attracted a raw labour force 
of more than 10,000 Saudi Arabs. 

Thus, by 1948 there existed in Saudi 
Arabia hitherto-unknown examples of 
Occidentalism populous — industrial 
towns. The question of transport soon 
arose. Aircraft for the executives, and 
buses and desert lorries for the Arabs, 
were provided, but soon King Ibn Saud 
demanded a railway. He pointed out 
that buses encourage smuggling, and 


(From a Correspondent) 


that a rigid control of their movements 
was difficult. He also admitted his love 
for trains, and desired to see his cher- 
ished dream of a Trans-Arabian Rail- 
way from the Persian Gulf, through his 
capital at Riyadh, to Medina and 
Jeddah fulfilled. 

With its entire investment and future 
activity held, as it were, in the hollow 
of the monarch’s hand, Aramco makes 





at a later date. The project was ‘o 
come under national ownership fr 
the outset. 


Progress of Construction 


Much construction work has be 
sub-let to sponsored contractors, w 
will also undertake maintenance. | 
work was speedily begun, and resu 
were soon achieved. The line began 
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Completed and projected sections of line from the Persian Gulf to the Red Sea 


a point of strictly complying with the 
wishes of the Saudi Arab Government. 
It undertakes many operations widely 
removed from those normally associ- 
ated with oil companies, such as agri- 
cultural development in the oases, air- 
conditioning the King’s palaces, and the 
erection of telephone lines across the 
country. It agreed to finance and con- 
struct a standard-gauge railway, but the 
arrangements call for the recovery of 
costs from the Saudi Arab Government 


Dammam, a Persian Gulf port being en 
larged by Aramco. The first rails were 
laid in November, 1948, from the shore 
end of a mile-long pier under construc- 
tion in the port. By the beginning of 
January, 1949, the line had reached 
Dhahran, 10 miles inland, and six weeks 
later passed through Abgqaiq, site of 
many wells and a stabiliser plant. On 
February 23, the first freight train ran 
from Dammam over the 41 miles of 
new standard-gauge line to Abqaiq, and 





Diesel locomotive hauling train of sleepers to railhead 
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Passenger train conveying Arab workmen from Dhahran to Dammam 


n March 9 a frequent service of sub- 
rban passenger traffic began between 
(ammam and Dhahran. 

In late October, 1949, the railway 
eached Hofuf, the largest oasis in Saudi 
\rabia, 85 miles from Dammam. 
Hofuf oasis is formed by the combina- 
tion of 63 villages, all adequately sup- 
plied with water from surface springs 
flowing throughout the year. It has 
ilways been an important centre for 
camel caravans trading across the 


Photos| 


ie 


Trains of flat wagons, and flat wagons fitted with passenger b 


desert, as there are over 25,000 irrigated 
acres of producing soil. Vegetables of 
all kinds grow profusely, and dates have 
been exported for centuries. Aided by 
the Aramco agricultural project, the 
local farmers have increased their crop 
output by more than 300 per cent., and 
freight trains are already moving profit- 
able loads to the coast. 

By the beginning of 1950 the railway 
was open to a point five miles beyond 
Hofuf Station. The long trestle pier at 


“a a 
¥ s 


Dammam had been completed, and 
double track laid on busy sections near 
Dammam and Dhahran. A total of 108 
track miles was open to traffic by the 
end of January. The writer has seen 
railway wagons on the pier at Dam- 
mam being loaded with constructional 
equipment for the railhead, which at 
the time of writing is beyond Ain 
Haradh, slightly over halfway to 


Riyadh. The line has taken a southerly 
(Continued on page 449) 
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British-Made Three- Head Locomotive Frame Slotter for India. 


Incorporating a milling head on each 
cross-slide with independent controls 


ay 
Q, 
nv< 








The machine under iest at the maxers’ works 


N our issue of November 11, 1949, 
we referred to the agreement 
between the Government of India and 
the Locomotive Manufacturers’ Asso- 
ciation of Great Britain for the provi- 
sion of technical aid to the Chittaranjan 
Locomotive Works. These workshops, 
when completed, will have an annua! 
output of 120 complete locomotives and 
50 spare boilers. Machining capacity 
is being provided for the production of 
locomotives of either bar or plate-frame 
construction. 

A combined locomotive frame slot- 
ting and milling machine for the Chit- 
taranjan works has recently been com- 
pleted by Craven Brothers (Manchester) 
Limited. In addition to the usual slot- 
ting heads provided with this type of 
machine an independent motor-driven 
milling head has been fitted to each of 
the three cross-slides. Such a provision 
is especially useful for the milling opera- 
tions necessary on certain types of loco- 
motive bar frames and avoids the trans- 
fer of a heavy and cumbersome 
component to another part of the 
machine shop. 

Principal Design Features 

The machine is capable of accommo- 
dating locomotive frames up to 50 ft. in 
length and 6 ft. wide and has a stroke 
of 24 in.; features of construction and 
control are in accordance with modern 
heavy machine tool practice. The bed- 
plate is constructed in three sections, 
accurately machined and keyed together, 
and is 60 ft. long and 10 ft. 6 in. wide. 

Two outer slideways are provided on 
which the three self-contained bridge 


type machines are mounted, and the 
work table is 6 ft. wide, being provided 
with tee-slots and holes for clamping the 
locomotive frames. Each of the machine 
units has a deep-section  cross-slide 
which carries the slotting head and also 
the auxiliary milling head, both heads 
are mounted on independent saddles. 
Separate traversing leadscrews are pro- 
vided. The cross-slides extend beyond 
the bedplate sufficiently to house either 
head when not in use and this enab'es 
both slottingand milling heads to be used 
over the full width of the work table. 

The cross-slide is carried on two short 
uprights secured to two base saddles by 
tee-bolts fitting in circular tee-slots. This 
permits the whole cross-slide assembly 
to be centrally pivotted on a crois-beam, 
which ties the two saddles together, and 
enables it to be set either at right-angles 
to the bedplate or up to an angle of 
10 deg. in either direction, thus facilitat- 
ing the machining of angular faces. 

Intermittent transverse feed of the 
slotting head is obtained from a 7}-h.p. 
constant-speed motor at the rear of the 
cross-slide. The revolutions of the motor 
at the end of the return stroke of the 
slotting ram is determined by a Craven 
planing machine feed control unit; the 
dial is graduated to give fine feeds rang- 
ing from 4 in. to & in. or coarse feeds 
from «5 in. to i in. according to the 
setting of a gear change in the feed 
drive. 

The motor, allowed to run continu- 
ously and driving through a feed-change 
gearbox, provides six rates of continuous 
feed to the milling head ranging from 
1 in. to 6 in. a min.; quick-power trav- 


erse is provided. A separate 10 p, 
constant-speed motor and a si ir 
arrangement of feed drive are empl. ed 
to give intermittent and continu us 
longitudinal feed and quick travers. to 
the whole of the machine unit along ‘e 
bedplate slideways. 

The two sadd.es are tied togethe: » 
the heavy cross-beam and trave: -d 
longitudinally by two pairs of pini 
One pair engaging a rack at the fi 
and the other pair a rack at tne rear of 
the bedplate. Arranged to elimin. te 
backlash, the two pairs are coupled o 
drive in unison, and the rates of lon i- 
tudinal feed are identical with those »| 
the transverse feed. Provision is made |»: 
transverse hand adjustment of the s| 
ting and milling heads on the cross-s i.'2 
and for an extra-fine hand feed of the 
whole unit along the bedplate. Both hand 
and power swivelling adjustment are p 
vided for angular setting of the cro: 
slide; power is obtained from the trans- 
verse feed motor and transmitted to a 
spur pinion in mesh with a fixed spur 
segment. After adjustment the cross- 
side assembly is firmly clamped to the 
saddles. 

The box-type slotting ram is mounted 
in square section slideways with taper 
strip adjustment and is actuated by a 
multiple-thread screw and a phosphor- 
bronze nut. The screw is direct-coupled 
to a 24-h.p. variable-speed motor con- 
trolled on the Ward-Leonard system. 
Slotting speeds range from 50 ft. to 85 
ft. a min. and return speeds from 100 ft 
to 125 ft. a min. The length of stroke 
and points of reversal are controlled by 
trip dogs mounted on the side of the 
ram which operate an oil-immersed re- 
versing switch. The ram can be re- 
versed by hand and safety switches are 
fitted in the event of overrun. 

The ram has a built-in vertical spindle 
with a wide tee-slotted flange for the 
attachment of interchangeable too! bar 
extensions. The spindle can be rotated 
by hand for setting purposes, and tappet- 
operated ratchet mechanism enables 
intermittent rotary feed to be applied 
automatically at the end of each return 
stroke. The feed is reversible and the 
tool bar can be offset on the spindle 
flange to obtain the required slotting 
radius. 

The self-contained milling head is 
mounted on its own saddle and fitted to 
the cross-slide in a manner similar to 
that of the slotting head. The vertical 
milling spindle revo'ves on roller and 
angular-contact bearings and is bored 
and recessed to suit standard milling cut- 
ters. Spindle speeds range from 12 
r.p.m. to 98 r.p.m. and the drive is by 
an independent 10-h.p. constant-speed 
motor and an eight-sneed gearbox. The 
spindle slide is carried in vee-tyne slide- 
ways in which it has 21 in. vertical ad- 
justment for cutter setting or hand feed; 
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th: lower face of the slide has circular 
te. -slots for fitting outer milling arbor 
su ports or for a horizontal milling 
sy adle attachment. 


Electrical Drives and Control 
winging cables and_ bell-mouthed 
ptors are used to convey electrical 
»ply to a main control panel mounted 
the cross-beam of each machine unit, 
| also to carry the leads from the 
1el to the slotting head. An induction 
‘tor, controlled by an oil-immersed 
to-starter switch, drives a variable- 


ltage generator supplying current to 
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the end of the return stroke, thus start- 
ing the appropriate feed traverse motor, 
and engaging a solenoid clutch to drive 
a feed control cam. The amount of slot- 
ting feed is selected by the setting of a 
graduated dial which determines the 
distance travelled by the cam before it 
opens a separate feed stop switch. This 
latter action immediately terminates the 
feed traverse, but maintains the stop 
switch in the open position until the feed 
start switch is released as the ram com- 
mences its cutting stroke, at which point 
the cam is returned to its original posi- 
tion under spring control. 


445 


ing the magnetic brake, a_ selection 
switch for “long” or “short” stroke 
slotting, duplicate “ start” and “stop” 
buttons for the slotting motor, master 
switches for the slotting head, and a 
main feed selector switch. 

Selection of longitudinal slotting feed 
renders traverse feed inoperative, and 
vice versa, and automatically cuts out 
the milling spindle motor and milling 
feed. Similarly the selection of longi- 
tudinal or transverse milling feeds rend- 
ers the slotting motor and slotting feed 
push-buttons inoperative. The milling 
feed cannot be started unless the milling 





The Craven three-head combined locomotive frame slotting and milling machine 


the slotting motor. A smaller constant- 
voltage exciter—also coupled to the in- 
duction motor—provides field current 
both for the generator and for the slot- 
ting motor as well as current for the 
two compound-wound feed motors. 
The cutting and return speeds are the 
same for strokes up to 15 in. length, 
being varied by regulation of a 
rheostat in the generator field circuit, 


but regulation of an_ additional 
rheostat, in the slotting motor field, 
is also used to obtain’ the higher 


return speeds suitable for longer cutting 
strokes. A magnetic brake, acting auto- 
matically on the slotting motor coup- 
ling, prevents the ram descending by its 
own weight when the drive stops; push- 
button release is available for ram 
setting. 

Ram reversal is control'ed by adjus'- 
able dogs on the ram actuating an oil- 
immersed reversing switch in the genera- 
tor field. A further adjustable dog on 
the ram strikes the feed start switch at 


The contactors for the Ward- 
Leonard equipment are in the main con- 
trol pane! above the cross-beam with 
those for the two feed motors and for 
the milling spindle motor. Leads are 
conveyed to the milling saddle from a 
spring-loaded cable drum and a revers- 
ing switch on the panel governs the 
direction of the spindle rotation. A 
saddle control station provides “ start ~ 
and “stop” push-buttons for the mil!- 
ing spindle and for the continuous mill- 
ing feed, these being duplicated at the 
nearest end of the cross-slide together 
with “ forward” and “reverse” quick- 
power traverse buttons for both longi- 
tudinal and transverse motions. 

The four quick-power traverse but- 
tons are duplicated at the opposite end 
of the cross-slide; a further set is housed 
in a portable switch box. A subsidiary 
desk-type control panel, mounted on the 
front of each machine unit contains the 
two slotting speed rheostats and an am- 
meter, push-button switches for releas- 


spindle motor is running, but quick 
power traverse remains operative for all 
positions of the selector switch. Overrun 
limit switches are fitted to all traverses. 


G.E.C. at THE CANADIAN INTERNATIONAL 
Fair.—The General Electric Co. Ltd. will 
be represented at the Canadian Inter- 
national Fair, Toronto, this year by its new 
subsidiary, the British General Electric Co. 
(Canadian) Ltd. The exhibits have been 
chosen from a wide range of products, and 
the stand will exhibit six dioramas show- 
ing some of the main activities of G.E.C. 


Woop PRESERVING ASSOCIATION CONVEN- 
rioN.—The British Wood Preserving Asso- 
ciation is holding a Convention at Cam- 
bridge on June 25-27, with headquarters at 
Gonville and Caius College. Papers on 
various aspects of wood preservation are 
being contributed by authorities overseas 
and in this country. Full particulars 
may be obtained from the British Wood 
Preserving Association, 21, College Hill, 
London, E.C.4. 
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Improvements at Takoradi, Gold Coast 
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Main wharf, showing reclamation on left. Takoradi-Kumasi line in foreground 
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RAILWAY NEWS SECTION 


PERSONAL 


r. W. G. W. Reid, General Manager, 


Madras & Southern Mahratta Railway, 
has been granted leave preparatory to re- 
tir nent in October. 

ir. R. P. Humphrys, Deputy Chief 
So! citor, British Transport Commission, 


who, as recorded in our April 13 issue, is 
ret.ring on May 12, was born on May 3, 
18/0, at Horsmonden, Kent, and was edu- 
cated at University School, Hastings, and 
at Clare College, Cambridge, where he 
gr iduated in 1912. He was then articled to 
Mr. J. W. Alsop, of Alsop, Stevens, Crooks 
& Company, Solicitors, of Liverpool. In 
September, 1914, he was commissioned in 





Mr. R. P. Humphrys 


Deputy Chief Solicitor, British Transport 


Commission, who is retiring on May 12 


the 7th Battalion, Kings (Liverpool) Regi- 
ment, and served in France until invalided 
home in April, 1916, with trench fever. 
He rejoined his battalion in December, 
1916, in the Ypres Salient, and commanded 
a company in the third battle of Ypres, 
July, 1917, and until wounded at Festubert 
in April, 1918. He was mentioned in dis- 
patches. He was demobilised, with the 
substantive rank of Captain, in October, 
1919: was admitted a solicitor in July, 
1920; and returned to Alsop, Stevens, 
Crooks & Company as Managing Clerk. 
In March, 1921, Mr. Humphrys joined 
the staff of the Solicitor to the L.N.W.R. 
as Junior Common Law Solicitor. In 
1928 he became head of the department 
dealing with county court, workmen’s 
compensation and police court matters; 
and in 1932 was appointed Divisional 
Solicitor, Manchester, L.M.S.R. In 1934, 
he returned, at his own request, to Euston, 
as Solicitor Assistant, Common Law. In 
1939 he was appointed Assistant Solicitor 
to the company, and in 1945 became Chief 
Solicitor, which position he retained in 
the London Midland Region of British 
Railways until his appointment as Deputy 
Chief Solicitor, British Transport Com- 
mission, at the beginning of last year. Mr. 
Humphrys was recently appointed a 
County Magistrate for Hertfordshire. 


Mr. G. H. Bailie, Vice-President, Eastern 
Region, Canadian Pacific Railway, has been 
elected Vice-President and Director of the 
Dominion Atlantic Railway. 


Sir Archibald Forbes, Deputy-President 
of the Federation of British Industries, has 
been elected President of the Federation, 
in succession to Sir Robert Sinclair, who 
has retired. 


Mr. R. C. Johnston, formerly Assistant 
Vice - President, Personnel, Canadian 
National Railways, who, as recorded in our 
March 30 issue, has been appointed Assis- 
tant Vice-President of Operations, with 
particular duties relating to organisation 
and special matters, was born in Beaverton, 





R. C. Johnston 


Mr. 


Appointed Assistant Vice-President, Operations, 
Canadian National Railways 


Ontario, in December, 1888. He joined a 
constituent of the C.N.R. in 1906 and was 
transferred to Montreal in 1919 as Division 
Agent in the Office of the General Superin- 


tendent. After holding various posts Mr. 
Johnston was appointed to be Assistant 
Vice-President, Personnel, in September, 
1948. 
BRITISH RAILWAYS APPOINTMENTS 
The Railway Executive announce that 
the following appointments have been 
made: aN ; 
Mr. J. L. Harrington, Chief Officer 


(Administration), Railway Executive Head- 
quarters, to be Chief Officer (Marine & 
Administration), Railway Executive Head- 
quarters. 

Mr. A. Dean, Chief Officer Engineering 
(Werks), Railway Executive Headquarters, 


to be Civil Engineer, North Eastern 
Region, York. a 
Captain J. D. Reed, Assistant Chief 


Officer (Marine) Railway Executive Head- 
quarters, to be Executive Officer (Marine), 
Railway Executive Headquarters. 


We regret to record the death on April 
14, at the age of 77, of Lt.-Colonel Sir 
Charles Bressey, C.B., C.B.E., who was 
Principal Technical Officer, Ministry of 
Transport, from 1928 to 1935, and after- 


wards prepared for the Minister of Trans- 
port the Highway Development Survey of 
Greater London published in 1938. 


Mr. H. Aidley, Assistant (Wages Staff), 
Regional Staff Office, London Midland Re- 
gion, Euston. who, as recorded in our 
March 16 issue, has been appointed 
Executive Officer (Operating Staff), Rail 
way Executive Headquarters, entered the 
service of the L.N.W.R. in 1913, and apart 
from a period of service in the Forces, 
spent the early part of his career in the 
Manchester district, where he gained ex- 
perience in all branches of operating and 
commercial work. He joined the staff of 
the District Suverintendent, Manchester, in 
1921 and was transferred to the Chief 





Mr. H. Aidley 


Appointed Executive Officer (Operating Staff), 
Railway Executive 


General Superintendent's Department, 
Derby, in 1924, remaining there until 1933, 
when he was appointed Assistant Secretary 
of the Railways Staff Conference at West- 
minster. In 1937, he became Secretary of 
the Railways Staff Conference, dealing 
with all sections of the railway staff and 
acting for both the railway companies and 
the trade unions on certain joint bodies. 
He held this position throughout the war 
period and was awarded the M.B.E. in the 
1947 New Year Honours List. Mr. Aidley 
joined the staff of the Chief Officer for 
Labour & Establishment, L.M.S.R., in 
1947 as Assistant for Wages Staff. 


Mr. E. McClelland, A.M.Inst.T., Assis- 
tant to the District Operating Superinten- 
dent, Newcastle, who, as recorded in our 
February 23 issue, has been appointed 
Assistant District Operating Superinten- 
dent, Sunderland, North Eastern Region, 
joined the N.E.R. in 1917, and after occu- 
pying posts at Washington, Sunderland, 
York and Newcastle, was appointed Assis- 
tant Controller in the Main Line Control 
at York in 1931. After a period as Dis- 
trict Trains Inspector at York, he became 
Senior Freight Trains Clerk in the District 
Operating Superintendent's Office, York, 
and was appointed Head of the Operating 
& Commercial Joint Transit Section at 
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Mr. W. 


Secretary 


H. Johnson 


Hotels Executive, who is retiring 
on April 30 


York headquarters in 1940, He later be- 
came Deputy Chief Controller, District 
Control, York, and was appointed Senior 
Trains Clerk & Chief Controller in that 
office in 1942. Mr. McClelland had been 
Assistant to the District Operating Superin- 
tendent, Newcastle, since 1943. 


Mr. W. H. Johnson, Secretary of tine 
Hotels Executive, who, as recorded in out 
April 6 issue, is retiring on April 30, joined 
the service of the Great Central Railway in 
1901, in the Office of the Secretary of that 


company at London Road Station, Man- 
chester. He transferred to London with 
certain other headquarters staff in 1906, 
and subsequently passed through var'ous 


sections of the Secretary’s Department. For 
many years he was Personal Clerk to) Sir 
Alexander Henderson (afterwards Lord 
Faringdon), Chairman of the Great Central 
Railway. In August, 1920, he was «ap- 
pointed Clerk to the Great Central Rail 
way board and committees, and conitnued 
in a similar position on the formation of 
the London & North Eastern Railway 
Company in 1923. He was appointed Chief 
Board & Committee Clerk, L.N.E.R., in 
March, 1929, and continued in that capa- 
city until he became Assistant Secretary 
of the company in February, 1937. In 


October, 1942, he was appointed Secre 
tary, in which position he was also 
Secretary of the Forth Bridge Railway 


Company, the Manchester South Junction 
& Altrincham Railway and the Oldham, 
Ashton-under-Lyne & Guide Bridge Junc 
tion Railway Company, together with 
various directors’ committees joint with 
the London Midland & Scottish Railway. 
In July, 1948. while still engaged on Cuties 
connected with the dissolution cf the 
London & North Eastern Railway Com- 
pany, he was appointed Acting Secretary 
of the Hotels Executive of the British 
Transport Commission, and became Secre- 
tary in January, 1950. 


C. C. Wakefield & Co. Ltd. has an- 
nounced the following appointments within 
its Industrial Sales Organisation :——-Mr. 
J. W. MacMahon, to be Sales Manager, 
Industrial Oils Department; Messrs. B. S. 
Davis, D. S. Kirkpatrick and J. E. S. El- 
well to be Eastern, Western and Northern 
Regional Sales Managers, respectively. 


Mr. 


Appointed Secretary of the Hotels Executive 
as from May 1! 


T. H. Baker 


Mr. T. H. Baker, Assistant Secretary, 
Hotels Executive, who, as recorded in our 
April 6 issue, has been appointed Secretary 
of that Executive, as from May 1, entered 
the service of the London & North Western 
Railway at Dublin in 1917, was transferred 
to the General Manager's Office at Euston 
in 1922 and became Personal Clerk to the 
General Manager, L.M.S.R., in 1925. From 
1927 to 1936 he was a member of the staff 
of the L.M.S.R. Executive Committee and 
in 1936 was appointed Personal Assistant to 
the Secretary of the company During 
the latter years of the war, Mr. Baker was 
associated with the commercial activities 
of the L.M.S.R. and in 1941 became Out- 
door Assistant at St. Pancras and Somers 
Town Goods Stations, London. After re- 
turning to Headquarters in 1943 as Head 
of the Merchandise Services Section of the 
Chief Commercial Manager’s Department, 
he was appointed in 1946 to be Assistant 
District Goods Manager at Leeds, and in 


1947 Assistant to the Chief Commercial 
Manager (Goods) at Euston. Mr. Baker 
was appointed Assistant Secretary of the 


Hotels Executive, British Transport Com- 


mission, in July, 1948. 


Sir James Milne, formerly General 
Manager of the Great Western Railway, 
has been elected Chairman of the Ship 
Mortgage Finance Company 


Mr. J. W. Watkins has been appointed 
as a Director of the Birmingham & Midland 
Motor Omnibus Co. Ltd., in place of Mr. 
John Elliot, who has resigned. 


The late Sir George Clark, Bt., D.L., 
who was Joint Deputy Chairman, Great 
Northern Railway (Ireland), left (estate in 
Great Britain) and = Northern — Ireland) 
£296,068. 


The following notification appeared re- 
cently in The London Gazette under the 
heading of Supplementary Reserve of Offi- 
cers, Royal Engineers, Transportation Sec- 
tion: Lieutenant R. W. Johnson, to be 
Captain, October 1, 1950 


Dr. L. B. Pfeil, Director of the Mond 
Nickel Co. Ltd., and head of the company’s 
Research & Development Department, has 
been elected a Fellow of the Royal Society. 
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Mr. 


Appointed Traffic Manager of the Manchestei 
Ship Canal Company 


W. G. Edmonds 


Mr. W. G. Edmonds, Deputy Trafi 
Manager, Manchester Ship Canal Co 
pany, who, as recorded in our April 


issue, has been appointed Traffic Manage 
was educated at Merchant Taylors Schox 
London, and served as a traffic apprenti 
on the L.N.E.R. He gained experience « 
the North East coast at Hull, Middle 
brough and West Hartlepool docks, a1 
subsequently became Assistant to the Di 
trict. Superintendent, Hull, and Doc 
Superintendent, Hull. During the recen 
war he served with the Royal Enginee: 
and was demobilised in 1945 with the rank 
of Lt.-Colonel, after commanding doc} 
groups in this country and overseas. Mr 
Edmonds joined the Manchester Ship Can 
Company as Assistant Traffic Manager i: 
1947 and became Deputy Traffic Manage 
last year. 


ARGENTINE MINISTRY OF TRANSPORT 

Consequent on the recent changes at the 
Argentine Ministry of Transport referred 
to in our March 9 and 30 issues, the foi 
lowing further appointments have Feet 
made: 

D. F. Sarmiento Railway 

Mr. Atilio Bandieri, to be 
Traffic Department. 

General Urquiza Railway 

Mr. J. C. Fiorito, to be General Manage! 


Chief of 


Mr. E. J. Cotoruelo, to be Chief of 
Traffic Department. 
Mr. Nelay Katzenelson, to be Chief ot 


Way & Works Department. 

General Belgrano Railway 

Mr. Adolfo Kirkerup. to be Chief ot 
Traffic Department. 

Mr. Ricardo Cavallo, to be 
Way & Works Department. 

Mr. César La Padula, to be Acting Chiet 
of Mechanical Department. 

General Mitre Railway 

Mr. Alejandro Muzzio. to te Chief of 
Traffic Department. 

General Roca Railway 

Mr. A. D. Anttinez, to be Acting Chief 
of Traffic Department. 

Mr. R. V. Turkula, to be Acting Chief 
of Stores Department. 


Chief of 


Mr. David Hill, Commercial Superinten- 
dent’s Office, York, North Eastern Region, 
who, as recorded in our March 9 issue, has 
been appointed Assistant District Passenger 
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Superintendent, Newcastle, joined the 
North British Railway at Edinburgh in 
1919, and after occupying various posts in 
Edinburgh and Glasgow was appointed a 
iffic apprentice, in 1927. From 1930 to 
1945 he held a number of posts in the 
Goods Manager’s Office at Glasgow, in- 
luding Chief Claims Clerk and Head of the 
General Section. In 1945 Mr. Hill became 
\ssistant at the All-Line Commercial 
school at Darlington and in March, 1950, 
oined the Commercial Superintendent’s 
Office at York as a member of the Branch 
nes Committee. 


We regret to record the death on April 6 
ff Mr. Archibald McIntosh, District Engi 
eer, Inverness, British Railways, Scottish 
Region. 


Mr. Ranald J. Harvey, Consu!ting Engi- 
neer, New Zealand Government Railways, 
recently underwent an operation and has 
now returned to his office in Victoria 
Street, London. 


Under the scheme for seconding British 
railway officers to assist Colonial railways, 
Mr. E. Dalton, Head of Traffic Section, 
Chief Regional Office, York, North Eastern 
Region, has been appointed District Traffic 
Superintendent, Nigerian Railways. He 
will leave for West Africa at the end of 
April. 


We regret to record the death at the age 
of 86 of Mr. H. Osbourne Bennie, who 
retired as a Director of Scottish Machine 
Tool Corporation Limited in March, 1950. 
Mr. Bennie became Managing Director of 
the Corporation in 1938 and held this ap- 
pointment until 1944; thereafter he con- 
tinued as a member of the board until his 
retirement. 


MEMORIAL TO SIR HERBERT WALKER 

Since Sir Herbert Walker’s death in 1949, 
suggestions have been made that some 
visible and permanent memorial should be 
provided to commemorate the outstanding 
work he did for so many years as General 
Manager of the London & South Western 
and Southern Railways. 

Though the precise form the memorial 
should take cannot yet be decided, the 
former Directors and Officers are support- 
ing the scheme, and it is their unanimous 
wish that all members of the staff (both 
active and retired) who knew Sir Herbert 
Walker should be invited to join. Sub- 
scriptions of any amount from Is. to £5 
should be sent to Mr. John Elliot, Chair- 
man, Railway Executive, 222, Marylebone 


Road, N.W.1. 


Impression of train ferry ‘‘ Saint Germain” 
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Improved British-Norwegian 
Services 


We are informed by the Bergen Steam- 
ship Co. Ltd. that the information given 
on the improved connections between 
Britain and Norway in the overseas 
columns in our March 23 issue was in- 
accurate in some details. 

From June 16 the new “Bergen Ex- 
press ” (not “ North Sea Express,” a name 
previously considered but rejected) will 
depart from Bergen at 3.30 p.m. every 
Sunday, Tuesday. and Thursday, and 
arrive in Oslo at 11.20 p.m. In the re- 
verse direction, the train will depart from 
Oslo at 3.05 p.m. every Monday, Wednes 
day, and Saturday and arrive in Bergen 
at 11.15 p.m. On Sundays and Thursdays 
the “ Bergen Exoress” will connect with 
the arrivals of the m.s. Venus from New- 
castle and will enable passengers who leave 
Kings Cross with the “Norseman” at 
9 a.m. on Wednesdays and Saturdays to 
reach Oslo at 11.20 p.m. the following day. 
The overall journey time of 38 hr. 20 min. 
is the fastest recorded (except by air) be- 
tween the two capitals and compares with 
42 hr. by the same route before the war. 

The new “ Bergen Express” is a diesel 
train and performs the journey of 307 
miles between Bergen and Oslo in 7 hr. 
50 min., a creditable timing in view of the 
difficult route and eight intermediate stops. 

The reference to the “ North Sea Ex- 
press’ running nightly each way between 
Bergen and Oslo should not be related to 
the new train, but to the ordinary sleeping 
car service which runs throughout the 
year. The ships of the Bergen ‘Steamship 
Company sail only thrice weekly in each 
direction, as between Aopril 23 and June 9, 
but from June 11 until September 8 there 
will be five sailings weekly in each direc- 
tion with the motor vessels Venus and 
{strea and the steamship Jupiter. 


Launch of New Ferry for 
Dover-Dunkirk Service 
The new ship for the Dover-Dunkirk 


train ferry service, of which some detaiis 
were given in our January 12 issue, was 
launched at Elsinore, Denmark, on April 5 
at the yard of the builders, the Elsinore 
Shipbuilding & Engineering Company, and 
named Saint Germain by Madame Armand, 
wife of Monsieur Louis Armand, Director 
General of the French National Railways. 
The Saint Germain is the first train ferry 
vessel to be constructed on behalf of the 
French National Railways for the Dover- 





(see article above) 
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Dunkirk service at present worked by 
British Railways and the A.L.A. Steamship 
Company, whose vessels Hampton Ferry, 
Shepperton Ferry and Twickenham Ferry 
have maintained the service since its inau- 
guration in 1936. 

Monsieur Goursat, Directeur du Service 
de ’Armement of the S.N.C.F., and Direc- 
tor of the Northern Region, at a luncheon 
after the ceremony referred to the growth 
of train ferry traffic between Britain and 
the Continent, and paid a tribute to the 
memory of the late Sir Herbert Walker, 
General Manager of the Southern Railway, 
and of the late Monsieur —_ General 
Manager of the Northern Railway of 
France, who, he said, foresaw the future 
for the train ferry service. 

Others present included, besides repre- 
sentatives of the Danish and French 
Governments, Mr. E. Terkelsen, Director 
General of the Danish State Railways, and 
Mr. R. E. Sinfield, Continental Superinten- 
dent, Southern Region, representing British 
Railways. 


The Trans-Arabian Railway 
(Concluded from page 443) 
detour to follow the Wadi Sahaha route 
up into the high barren plateau country 
on which Riyadh is situated. A large 
modern station is already being built at 
the capital, which recalls to mind the 


magnificent station at Teheran’ in 
Persia, through which no trains ran for 


some years due to delays in completing 
the line. 

In view of the natural abundance of 
oil it was only to be expected that 
diesel-electric traction was decided on 
to operate the Government Railway. 
Fifteen diesel-electric locomotives are in 
service with more on order. The 
majority are 1,000 h.p., but four, 
for use on the piers and in the yards 
of Dammam Port, and in the new mar- 
shalling yards at Abqaiq, are 600 h.p. 

In the first place only flat wagons 


were shipped out to Saudi Arabia, 
but to begin the passenger service 
early in 1949, 15 passenger bodies 


arrived from America and were fitted to 
flat wagons. The accommodation 
offered is not of the greatest comfort, 
but it is adequate for the short journeys 
and high speeds attained. Three air- 
conditioned coaches have now arrived, 
and more are on order, for the exten- 
sion of the line. A comfortable express 
runs daily from Dhahran to Abqaiq 
and Hofuf, often conveying Americans 
in one of the new coaches next to the 
locomotive, with two ordinary coaches 
and four or five flat wagons trailing. 
Seventy-five Americans, 230 Saudi 
Arabs, and a few Indians make up the 
320 workers on the King’s railway. 
Desert nomads who, five years ago, 
were unable to comprehend a wheel- 
barrow are today driving diesels. 
Plans exist for the extension of the 
railway beyond Riyadh to the Red Sea 
port of Jeddah, taking a route to pass 15 
miles south of the Holy City of Mecca 
(on which no infidel eye is permitted to 
gaze). From Jeddah it will be compara- 
tively easy to construct a line to 
Medina, over a route surveyed early in 
the century, to join the derelict Hedjaz 
Railway, which can be reconstructed. 
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New Saloon Motorcoach for Ulster Transport 
Authority 


Vehicle built in Authority's workshops to give 
improved comfort on special tours and for parties 





Prototype 19-seater motorcoach built by the Ulster Transport 


The Ulster Transport Authority has con 
structed in its Duncrue Street Works, Bel-. 
fast, a prototype motorcoach, with seating 
for 19 passengers, and table and lavatory 
iccommodation, and intended for touring 
nd hire by private parties The coach 
was Officially inspected on April 5. 

The vehicle is built to the maximum 
dimensions permissable with Northern 
Ireland public service vehicle regulations 
The chassis is the Leyland * Royal Tiger’ 
under-floor diesel engine type, 30 ft. long 
and 7 ft. 6 in. wide, with a wheelbase of 
1S ff. 7-38. : 

The 600-cu. In 
mounted, develops 125 b.h.p. A quick 
change synchro-mesh four-speed gearbox 
affords rapid and easy gear changing. The 
steering layout embodies a divided track 
rod with centrally mounted fulcrum, giving 
vibrationless, positive, and extremely light 
steering. All units are 
und may be readily serviced: from the sides 
of the vehicle without the necessity ol 
using a pit 








diesel engine, flexibly 





eas ly accessible 


Bodywork 

The design of the body provides max 
mum amenities in observation, seat 
fort, ventilation, air conditioning, luxurious 
interior decoration. luggage accommoda 
tion, and toilet facilities. Construction is 
cf composite timber and metal construc- 
tion panelled with lightweight aluminium 
panels of sufficient stability to give freedom 
from drumming when vehicle is in motion. 
Large panelled adjustable windows give 
maximum low and high level visibility 
All windows are of the balanced full-drop 
type adjustable by passengers. 

Toughened safety ¢ provided in 
windscreens, the bulkhead window behind 
the driver, and entrance doors. Rear win- 
dows are curved and of clear Perspex fixed 


com- 


glass 1s 


with vibration-proof  self-sealing rubber 
section. There are drop windows on each 


side, adjusted by top lift operating finge: 
controls. 
The seating layout 


consists of seven 


Authorit 


single seats offside. 
six double seats on nearside Iwo pairs o 


these face wit! folding table betwee 


all facing forward 


] 





facilitating party travel. Seats of the 
Accles «& Pollock Dapt De-luxe t 
ible reclining type with hand ope 
control for three positions. Each seat car 
be individual \ idjusted lhe s t wid 
is 20 in. per passenger 

Incorporated with the seat are armrests 
yn body and gangway sides with centre 
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Eye maple plastic relief panels are inserted 
on vertical pillars. 

The roof centre ceiling panels are pro 
cessed with Alhambrinal decorative panels 
of pebble grain finish of ivory white 
colour; they incorporate motif design 
within the four circular roof lamps. The 
oof quarters, including front and rea 
dome processed with Alham- 
brinal fine grain ivory white panels inco 
yorating light blue panel designs Che 
centre ceiling panels are surrounded with 
moulding of medium walnut. 


are similarly 


t 


Exterior Finish 
All the exterior 
il metal 
pol shed alloy 


fhe exterior coimul 


presents a flush 


moulding reliefs are highly 


scheme incorporuies 


ecial blue-green on the front and 3ide 
lower panels to top of windows with lowe 
panels to waist moulding at the rear. mid 


ing 
ind special pale 
windows front and 


’ ] wr y re r > 
side down to waist mouldings at rear end 


Brunswick green for mudguards includ 
flared panels and wheels. 


green for root 


adove 


or painting process IS Cui 








Gu Dulux Synthetic 

Phe flo s covered with linoleum ot 

ye design of light and medium blue 

WW ge colours Detachable Wilton 

c light blue. with dark blue and 

fawn colours of relief pattern, are fitted in 
the gangway and between seats. 





24-volt system. Saloon 


balanced efficiency is g 


ght circular roof 


Lighting 1s by 
lighting withir 


four three 





en 


mps, of 








convex decorated translucent shade with 
XOlished = chromium-plated = rim Strip 
lighting is incorporated above windows 
All lighting is controlled from instrument 


inels in the driver's cab 


and heating is effected within 


he application of the pressurised system 
The fresh air intake is provided through 

i] 1 panels belo sodvside \ ist b { 
g ed panels DeloOW aysiae Wals DAN 
yn the sides and front of the vehicle. 


The saloon temperature is thermostatic 


llv controlled Fresh air is distributed to 
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armrest on two passenger seats. The re 
adjustal footrests. chrome-plated lop 
rails emainder of frame in fawn, 
polychromatic finish. Cushions, mrests 
and squabs with headrest are of Dun- 
lopillo Latex rubber. Seats are trimmed 
with cut moguette of vertical pattern it 
a combination of light and dark blue 
brown, and fawn Fume-proof chrom 

plated ashtrays partially recessed into t 








seat back are provided fo each se 


There are nets on the rear of each seat 
and on the body side adjacent to each seat 
for personal effects 

Bodyside panels up to waist level are 
covered with beige colour, vynide leather- 
cloth material of antique grain. From 
waist to the top of windows and generally 
around the saloon mouldings are of biren 
timber, natural colour finish with lower 
waist moulding of medium walnut. Bird's 





30'.0" 


1, motorcoach 


the saloon by ducting at the bodyside at 


floor level with grilled inlets under the 
seats. The front Clayton heater is fitted 
nto the front end body panel on the 
interior below the waist level fitted with 
chromium-plated grilled cover. 

Laminated rot-proof plywood fiooring 
panels with rubber insulation between 
chassis contacts and flooring combines 


with the floor covering to reduce noise 
ind vibration from the underfloor engine 
Phe roof is insulated with * Isoflex ” light 
weight material which allows free air cit 

within its 


culation for framing 
sides of the body are 


tions The interior 
lined with hardboard panels. 

The driver’s cab is fully forward type 
with bulkhead to rear of driver. All con- 
trols are fitted with adequate draught and 
The driver's seat is adjust 
ind horizontally. There is 


corruga 


dust excluders. 


able vertically 
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access to cab from main saloon with waist 
height door to nearside of driver. 

The entrance doorway is placed on the 
nearside ahead of the front wheels. It has 
two entrance steps of aluminium non-slip 
chequer plate, and safety non-slip inserted 
rubber treads. There are two single-panel 
entrance doors with high and low level 
glazed windows. The doors open from the 


centre and operate by C.A.V. electrically 
powered mechanism controlled by the 
driver. Rubber for hand protection is 


fitted to all vertical edges of doors. An 
emergency door at the rear end has three- 
point locking and safety chain. There is a 
rear compartment with capacity of 46 cu. 
ft. with automatic illumination and rear 
hinged valance for access opening down- 
wards to form a loading platform. 


Southern Region Staff 
Conference 


The last of this season’s informa! Staff 
Conferences, conducted by Mr. C. P. 
Hopkins, Chief Regional Officer, Southern 
Region, was held at the Arts Theatre, 
Salisbury, on April 11, when abou: 350 
members of the Southern Region staff 
drawn from the Salisbury-Southampton- 
Exeter area attended. 

[he object of these informal Staff Con- 
ferences is frank discussion on matters of 
mutual interest to the management and 
the staff, and to invite suggestions and 
opinions for the improvement of railway 
working. Supporting Mr. Hopkins on the 
platform were the Chief Officers and prin- 
‘ipal assistants of practically all depart- 
ments, with representatives of the three 
railway trade unions. 

At the all-day meeting the subjects of 
questions and answers included the con- 
sultative procedure at all levels, staff trans- 
fers, promotion arrangements, mess room 
accommodation, matters affecting Ojficers 
on ferry steamers, clothing, stationery sup- 
plies, the issue of free travel facilities, the 
possibility of creating a Regional staft fund 
for charitable purposes, and other items 
affecting the various departments of the 
Southern Region. 


Railway Display at the South 
Bank Exhibition 


The larger railway exhibits which will 
be seen at the South Bank Exhibition in 
London between May 4 and September 30 
are now installed in the Transport & 
Communications pavilion, which will fea- 
ture the British contribution to the develop- 
ment of world transport. 

Of those so far housed the biggest is a 
“WG” class 2-8-2 locomotive built for 
the Indian Government Railways by the 
North British Locomotive Co., Ltd. The 
two other modern exhibits are a 660 h.p. 
Vulcan Foundry Limited diesel-electric 
locomotive for the 3 ft. 6 in. gauge Tas- 
manian Government Railway and an alu- 
minium-alloy trailer motor car built by 
the Metropolitan-Cammell Carriage & 
Wagon Co. Ltd. for London Transport 
surtace lines; part of this coach is section- 
alised to show construction and equipment. 

Old locomotives include the famous 
2-2-2 Buddicom locomotive brought from 
France, where it was built in the early 
1840’s by Allcard, Buddicom & Cie, at 
Chartreux. near Rouen. Locke, Brassey, 
and Buddicom were responsible for the 





development of this type _in this 
country as the Crewe type—which was 
long favoured by foreign railways. Even 
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older is the 0-4-0 locomotive Agenoria, 
built in 1829; it was still running on a 
colliery railway in this country until after 
the middle of last century. The high 
chimney of Agenoria had to be removed 
and will be replaced by a shorter chim- 
ney, similar to that carried by Stourbridge 
Lion, a sister engine. Both the Buddicom 
and Agenoria are mounted on rollers. 

On a section of Brunel’s broad-gauge, 
bridge rail, track, stands a pair of wrougnt- 
iron 8 ft. driving wheels which belonged 
to Lord of the Isles. The signalling sec- 
tion so far includes a slotted signal, disc- 
and-crossbar signal and a typical signal of 
the late Victorian or Edwardian eras. 

Reached from the grounds of the South 
Bank Exhibition wiil be the separate 
exhibit of British Railways, comprising an 
“EMI” class electric locomotive for the 
Manchester-Sheffield-Wath — electrification; 
a new Class “7” standard Pacific steam 
locomotive; and the new diesel-electric 
express passenger locomotive No. 10201. 
These three locomotives are in position but 
remain sheeted over. 

Illustrations of a number of the exhibits 
have already been published in previous 
issues as they have arrived at the London 
site of the Festival of Britain, 


Questions in Parliament 


Railway Freight Charges 

Major J. A. Boyd-Carpenter (Kingston- 
upon-fhames—C.) on April 9 asked the 
Minister of Transport it he would give 
an assurance that he would not exercise 
his powers under Section 82 of the Trans- 
port Act, so as to effect any further in- 
crease in railway freight charges until the 
House had had an opportunity to discuss 
them. 

Captain Peter Thorneycroft (Monmouth 

C.) also asked the Minister of Transport, 
whether he had yet received any report 
from the Transport Tribunal. 

Mr. Alfred Barnes then replied as re- 
corded in our April 13 issue, announcing 
an increase of 10 per cent. in charges as 
from April 16. 

Major Boyd-Carpenter: In selecting 
April 16, did the Minister take into con- 
sideration the desirability of the opinion 
of this House being obtained before they 
came into effect, in view of the serious 
repercussions on the national economy? 

Mr. Barnes: These regulations can be 
annulled by prayer, and that gives an op- 
portunity to the House to discuss them. 
Before the House rose for the Easter re- 
cess I stated that I had referred this to the 
permanent members of the Transport Tri- 
bunal. Their report and recommendations 
to me stressed the urgency of preventing 
this deficit from accumulating because of 
its reactions on the wages schemes that are 
coming forward very rapidly now. 

Mr. R. A. Butler (Saffron Walden—C.): 
May I ask the Minister to consult with the 
Leader of the House with a view to this 
House having the earliest possible oppor- 
tunity of a discussion upon this vital 
matter? 

Mr. Barnes: I will consult with the 
Leader of the House, and, of course, he 
has heard the observation. 

Mr. Winston Churchill (Leader of the 
Opposition): Could we not have an answet 
now? 

Mr. John McGovern (Shettleston, Glas- 
gow—Lab.) drew attention to the bad 
effect of increased transport charges on 
foodstuffs and other goods consigned to 
Scotland and outlying areas. 

Mr, Barnes said that the charges schemes 
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were due to come before the Transp, 
Tribunal, and that that was the machine 
especially established for giving detailed 
consideration to these wider problems. 

Mr. Churchill asked whether the Lead: 
of the House could give some answer. 

Mr. Chuter Ede: This is not a mat 
for which the Government need give tim, 
because it can be raised by the Oppositi 
on a prayer. However, we are about 
have some consultations about prayers, a: 
this matter might well be discussed throu 
the usual channels. I recognise that t! 
order is among the more important clas 
to which the House might very well wish | 
give some good consideration. 

Mr. Churchill: It is a very heavy ta 
upon the public, and I feel quite sure th 
the Government, in discussions through th 
usual channels, will attach proper weig! 
to the fact that it is executive action an 
requires Parliamentary consideration. 

Mr. Ede: I hope the answer I have jus 
given indicated that | share the view « 
Mr. Churchill. 

Mr. Walter Monslow (Barrow-in-Furness 

Lab.): Will the Minister consider giving 
a direct subsidy to the industry, as was 
given to private enterprise to the extent 
of £100 million in 1919, 1920 and 1921” 


Precedent for Public Inquiry 

Captain Peter Thorneycroft stressed that 
there had been no public inquiry before 
the Transport Tribunal gave their advice 
and that there had been a full debate 
before the rate increase of May, 1950. 

Major C. C. Poole (Perry Bar, Birming 
ham—Lab.) asked for an independent in 
quiry into nationalised transport, 

After other Members had commented on 
the adverse effects of increased rates on the 
economy of the remoter parts of Scotland. 
Mr. James Harrison (East Nottingham 
Lab.) asked how much the Minister esti- 
mated that the 10 per cent. increase would 
yield, and whether it would cover the cur- 
rent deficiency. 

Mr. Barnes: It is estimated that this 10 
per cent. increase will in a full year bring 
in £20 million. That will not cover the 
present total deficiency. 

Captain John MacLeod (Ross & Cro- 
marty—Ind. Lib.): Will the Minister real- 
ise that unless advice given by bodies like 
the Highland Advisory Panel and_ the 
Cameron Committee are taken into ac- 
count, people in the North will feel that 
it is useless for these bodies to be set up? 

Mr. Barnes: I am sure the Tribunal, 
when the charges scheme is before it, will 
give full consideration to the views of 
bodies of that sort. 


Cold Storage Vehicles 

Colonel A. D, Dodds-Parker (Banbury 
C.) on February 28 asked the Secretary of 
State for the Colonies, whether he would 
irrange to send out to East Africa demon- 
stration units of road and railway vehicles 
for the cold-storage carriage of foodstuffs. 

Mr. James Griffiths: This would be a 
matter for the Transport Authority in East 
Africa. Their view is that such an experi- 
ment at the expense of public funds is not 
justifiable at present. 


Damage to Flour in Transit 

Group Captain G. R. Ward (Worcester 
C.) on March 19 asked the Minister of 
Food whether he was aware that about 12 
tons of flour recently were damaged by 
water in the Western Region of British 
Railways at Worcester, and what steps he 
was taking to ensure that food in transit 
was carefully handled. 

Mr. F. T. Willey (Parliamentary Secre- 








{pril 20, L951 


tary to the Ministry of Food) in a written 
ans stated: Yes. It started raining 
whil. the men who had been transferring 
the our from a railway truck to a dray 


wel lunch, and they had not covered 
the bags. Every precaution is taken by 
my officers when making transport 
ar ements to ensure that suitable 
vehicies are used. 


wr en Transport Corporation 
\ ’. Teeling (Pavilion, Brighton—C.) 
on eo 12 asked the Secretary of State 


fo ss Affairs whether, in view of 
the concern felt by British shareholders in 
the Buenos Aires Transport Corporation as 
a ult of the Argentine Government de- 
¢ ) to liquidate it at an early date, he 


would give an assurance that the British 
Government mission to Argentina would 
try to obtain an undertaking from the 
\rcentine Government to settle these large 
Briush transport claims satisfactorily. 

\I Kenneth Younger (Minister of 


State) stated in a written answer: The 
eflorts made over a long period to secure 
tistactory settlement will be fully main- 


l ed 


Contracts and Tenders 


lhe Western Australian Government 
Railways have recently placed the follow- 
contracts: 
Gloucester Railway Carriage & W agon Co. 
Lid 72 bogie flat-wagons, type “* QC.’ 
Metropolitan-Cammell Carriage & Wagon 


( Lid.: 760 four-wheel wagon underframes. 
ecification 706; 710 type “DC” semi- 
vred timber bodies 


the Egyptian Government has recently 


placed an order with the Metropolitan- 
Cammell Carriage & Wagon Co. Ltd. for 
second class carriages. 
Tenders have been invited by the 


Western Australian Government Railways 
22 diesel se in accordance with 
specification No. 724 and specified draw 

igs. Specifications are available on appli- 
cation, and drawings may be obtained on 
sayment of £3 per set, from the Office of 


the Government Tender Board, 74, Murray 


Street. Perth. Tenders close at the Tender 
Board, Perth, at 10 a.m. on May 17. 1951. 
lhe Board of Trade, Commercial Rela- 


tions & Exports Department, Special Regis- 

r Information Service, recently stated that 
the United Kingdom Trade Commissioner 
it Joh: innesburg. has reported that the South 
\frican Railways have issued a call for 
enders (No. A. 2326) for the supply of the 
following equipment: 600 “ jacks Type 

A“: 120 track jacks Type “B” (The Jacks 
ire to be supplied sn with lifting 
1andles and must conform to Specification 
CCE. 2/20-1950 (As amended November, 
1950), to which Diagram RD209, illustrat- 
ing clearances for Type “B” Jacks is 
ittached). 

Tenders must reach the Chairman of the 
fender Board, P.O. Box 7784, Johannes- 
burg, by 9 a.m. on Thursday, June 7, 1951. 
It can be taken that an import permit will 
be forthcoming if the tender is placed over- 
seas, 

A copy of the tender documents is avail- 
able for inspection by representatives of 
interested United Kingdom manufacturers 
at the Commercial Relations & Exports 
Department (Industries Branch), Board of 
Trade, Thames House North, Millbank, 
London, S.W.1. Reference CRE(IB)58463 
51 should be quoted. 
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Notes and News 


Transport Tribunal, Change of Address.— 
As from April 19, the postal address of 


the Transport Tribunal has been: Trans- 
port Tribunal, Watergate House, 15, York 
Buildings, Adelphi, London, W.C.2: tele- 
phone No.: Trafalgar 7194/7195. 


Thos. Cook & Son Ltd. Sports Club. 
The newly-formed variety Section of the 
Phos. Cook & Son Ltd. Sports Club will 
present its first show, “ All At Sea,” at the 
Porteullis Theatre, Westminster, on April 
26, 27 and 28. The cast of 38 will depict 
scenes aboard an ocean-cruising ship 


New York Central Traffic Decline —The 
New York Central system announced on 


April 9. because of a decline in traffic, 
that it was standing off several thousand 
employees in 11 States. It gave as other 
reasons the recent rise in wages and in 
costs of materials. The system employs 
about 110,000 persons. 


Kelvedon and Tollesbury Branch Line.— 
British Railways, Eastern Region, has 
announced that as from May 7. the 
passenger train service will be withdrawn 
from the following stations and halt on 
the Kelvedon-Tollesbury branch: Feering 
Halt, Inworth, Tiptree.-Tolleshunt Knights. 
Folleshunt D’Arcy, Tollesbury. Parcels 
and other miscellaneous passenger train 
traffic will continue to be dealt with at 
Tiptree, Tolleshunt D’Arcy and Tollesbury 
Stations until further notice. 


Times of Continental Boat 
Wtih the introduction of summet 
time on April 15, the Southern Region 
“Golden Arrow.” “ Night Ferry.” New- 
haven-Dieppe, Folkestone-Calais. and 
Dover-Ostend services to the Continent 
are leaving London (Victoria) and the 
Channel Ports one hr. later than at present. 
In the inwards direction, all services will 
arrive at the English ports and in London 
one hr. later, with the exception of the 
‘Night Ferry.” which will remain = un- 
altered. 


New Tourist Information Centre in 
London.—On April 6 Mr. Herbert Morri- 
son, the Foreign Secretary, opened the new 


Departure 
Trains, 


tourist information centre of the British 
Travel & Holidays Association at 64-65, 
St. James’s Street, London, S.W.1. The 


centre is operated for the particular benefit 
of overseas visitors. Last year the staff 
at the centre, then at Whitcomb Street, 
dealt with than 93.000 enquiries. 


| 


more 
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This year the number is expected to exceed 
100,000. Mr. Morrison said that the 
Association had increased the tourist trade 
of the country by 50 per cent. and helped 
to improve the standard of hotel services 
and accommodation. Sir Alexander Max- 
well, Chairman of the Association, spoke 
of the record number of visitors to Britain: 
in February there were 25.000 compared 
with 21,000 in February last year. 


Coal Prices Increase: Effect of Increased 
Rail Freights——The Ministry of Fuel & 
Power has announced that the retail price 
of coal is to be increased because of higher 
rail freight charges. The increases will 
range from a few pence to 4s. a ton, 
according to the distance railborne. It is 
stated by the British Electricity Authority 
that no immediate revision of electricity 
pine is expected. Area boards are already 
evising their tariffs to meet February’s in 
crease and to absorb other increased costs 
Road Haulage Charges.—As a result of 
mounting costs, including the increased 
tax on petrol and fuel oil which alone 
costs nearly £1,500,000 a year, the Road 
Haulage Executive states that it is obliged 
to raise its general haulage rates by 2 per 
for journeys not exceeding 40 miles 
3 per cent. for journeys exceeding this 


cent. 


ind 


distance. As the burden of the higher 
costs has fallen upon the Executive 
tlready, the adjustment of charges must 
take place as from April 23. Suitable 
adjustments will be made in respect of 
parcels rates at an early date. 

Bombay Port Trust.—During the fiscal 
year 1949-50 the Bombay Port Trust 
obtained a surplus of Rs4-77_ lakhs 
(£35,625) on the general account as against 
an expected deficit of Rs41-15 lakhs. This 


favourable situation was due to an un- 
expected arrears payment of Rs20 lakhs 
by the Government, and saving in ex- 
penditure of Rs23} lakhs resulting from 
deferment of works for want of materials. 
The most important event of the year was 
the clearance of the docks congestion 
which had threatened to immobilise the 
port in 1948-49. The Port Trust Railway 
showed a deficit in working of nearly Rs28 
lakhs, considered to be due largely to re- 
vision of the rates structure not having been 
finalised in agreement with the Govern- 
ment. Expenditure was roughly Rs5 lakhs 
higher than in the previous year owing io 
a revision of grades and increased cost of 
locomotive repairs and maintenance. 
Revenue from freight handled was over 
Rs7 lakhs higher than in 1948-49, The mile- 


Bes 
ae 
495 GUIDES: PUBLICATIONS FOR SALE : 























Interior of new Tourist Information Centre of the British Travel & Holidays 
Association in London 

















Buenos Aires Transport Corporation. 
Ihe Argentine Government Is to take over 
the Buenos Aires Transport Corporati 
Wi. tenders for the pure Ss if co 
Buen sS \ Apr i if t Vas found 
that the Government nye 
throug! r of Transport. was 
tn ) Hd 410.000.0006 ‘SO 
(about £1 nd announced it had 
already deposited yout £250.000) wort 
Commemorating French President's Visit 

fo co 1 tc sit oO e Pres 
den Of tne i ch Re NLC Mons ! 
\ Au \l \ ) 
Fneland Marc () 





Moxsitce Vincent AURIOI 


‘ KAT B \ PUBLIQUE FRANCAIS! 
: i Plot 
} 
isi ti b GLORGI \} \ ! 
‘ 





y { wmches 
pl eed ‘ 
vhich tl Presiden { by cn ¢ 
and Dove Phe i Naan | 
vorks. tl New 1) ¢ C 
British Rathways n | 
National Railw 


West German Locomotive Industry. A 


agency repo states that the West Get 
man locomotive idustry hopes to expo 
five times us mai ocomotives this 

as in 1950, when 12.000.000 marks’ wo 


(including 





6.400.000 1 rKS WO! 








of clectric d comotives) were 
shipped. compared w +.000,000 1949 
The main destinations were countries 
the Middle East. Far I ind Sout 
America. Raw mate supplies in general 
are described us lot too bad. It w 
hoped that under a system of Ww mute 
allocations for exno fustrics now bein 
prepared by the Western Get in Govern 
ment the locomotiy industry woul i 
ceive a suodstantial s re Domestic bus 
ness was chiefly hampered by the financ 
difficulties of the Federal Ratlway t 
main domestic customer of the locomotive 


fi om the 


ways were chiefly for repairs, with 


ictories Orders ft 


OnLY «l 


few for new construction The Krupp 
locomotive works at Essen hopes to in 
crease Output as soon as its steelworks at 

, 


Rheinhausen receives | 
allocations Che works is 


coke and coal 


now construct 


irgel 
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for South Africa 
ed smallet 


Railways 


100 locomotives each 


id Indonesia 





und has rece 





0 from the German Fede 
nember of the firm said it would be a 
considerable time before could reach 
pre-war production figu The ditlicult 
situation of the rollin t dustry has 
not improved Phe numbe f Wagons 
repaired in February was y 2.597 (com 
yured with a monthly \ of 4.338 in 
I49) ind the WMvO¢ | ewly Dull 
gons produced during th was 43 
102) 

G.N.RvE) Purchase Talks End.—lalks on 
e future of the Gre vorthe Rail 
Ire 1) between pre s of the 

public of Ireland and N 1 Ireland 

G nents ended 1) \pril 16 

pensation of £3.9¢ ( eing p 
Ged fa t C mp wlders Te 
inderstood t reLWeE 
Gi ments Che i 
1S I > P. oO the 
equisil 4) < sets vere 
liscu 1 Ml Ww. V. N e Nc 

{ n Ireland Ministe ( ce. IS 
pected N det e ) 
e | ic Hous« ( yhnen r 

| \ 


Heavy Freight ‘Traffic Through Severn 
funnel j Wes MNounces 
rd Stee { Sou \\ y Ne 
S lun has temporary 
+ n ( ) \ Ni ‘ 
passen e tunns 
. ) | ad rei 1 
LNs 1 a ( 
Cslouces Am l nded 
5 ) ’ ) | 1) pm 
ym Card B \) 
m N nd to Pad ) 
uted Cs Cest ( S4 c 
{ Ss Ne SO 
Wales wil et ) yeENK 
ICT tt | 
Sailing Tickets for lreland.—British R 
wavs. Lond Midland R ) has ) 
wunced U s vill b 
( red ad th 
Holyhead, Heys . routes 
- t rd . th ) Hol 
1 to Dun Laogl K ’ ) rout 
) tickel V1 ) follows 
saturd June If i. inclus 
) A623 : 





a ry Sune s J \ugust ¢ 
CIUSIV 1A 1c 

| ings): Satur¢ \ t 18 and 2 
September | 1d nd 6.30 
equired between He iB st on 
Frida d Sature july 6. t 
\ugu 18 Clusive ( Thurs 
nigl Ju 6 d S } ‘ 
Larne on Frid nd 8 onl Ju 
13 and 14 lls ings a tickelS W 
so be required f I dl the 
yutes during certain periods 


Mr. J. W. Watkins Message to 


L.M.R. 


Stalf.—On his ppc ( s Chie 
Regional Officer (in succession to Mr, John 
Elliot. now Chairma f the Railway 

secutive), M1 J W Watkins has ad 
iressed a message to the staff of the 
London Midland Regio He alludes to 
his 45 years of railway se ce. first on the 





and late! 


nd Region, of 
ng Superinten 


Midland. then with the | 
with the London 
which last he was 
dent from October. 1948 Mr. Watkins 
stresses the importance of remembering 
that the railways exist to provide transport 
for and raffics and, if 





passenger freight t 
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survive, the service the\ 

and expeditious } 
part of British R. LVS 
the Region must 


they are to 
must be efficient 


L.M.R. is only a 
ind railwaymen ot 


think of it as such, and adopt ¢ 
tices chosen as the best of those R 
former companies There is roo e 
continues. for tradition and es ‘ 
rps, and there can be healthy and t | 
ivalry between the Regions s 
engender competitive spirit. with tl 
ilways to give the public the reliab dd 


Wants and t\ 
elficiency 


effort 


punctual service tt 
ichieved DY 
ndividual 


Ihs can be 


branches and by 


of all concerned 
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provincial 
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Increased 


Instrument 


Reeuhuions for 
Chaiges.—Statutor 











OO (tn Railw s Additional Ch 
\ iment) R lations. 1951) by 
Hiiistel I lranspot nends the IX 
vs. (Addition Charges) Regulat 
i9SO, and thorises the British Trans 
Commission to KC in ctron 
cONVeVaNee chandise on its 
ways addition rges equal in am 
to LO p cent. ¢ ne Charges lor the t 
being in operat The regulations w 
nade on April ¢ d betore Parl 
diy md cume imnto operation 
\p lf This increase in charges ts 
1 to sev In this Issue nd 
hat of Ap 3 
Iron & Steel Productivity Team for U.S.A. 
An tron & Steel Productivity Te 
covering pig iron and heavy steel. w 


on May 17 fe sIX Weeks’ visit to 
United States. under the ai 
Anglo-American Council on Productis 
( 
| 





Spices of 


\ technical assistance | 
on the organi 


wethois of tee 119.4. icon 


teel industry It wil ilso consider t 
tors bearing on the comparative p 
ctl United Kingdom a 

U.S.A dustries d recommend whet! 

nd by what methods U.S.A. experienc 

cun wit yenefit be applied or adapted 
t 


‘ der of the team w 
e Si Ch les Goodeve. Director ol 
Research Associatio 
ind the deputy leader will be Mr. S 

Director, Colvill 
Manager. Dalz 
Steel Works 


| 


Executive 





Limited, nd Gene 


Cartage and Terminal Supervisors Course 
at Woking.—the series of education 

ind terminal supervisors 
now being Id sat W 
torial reference was 

visited by 
Ollicer (Road 
way Executive, and the 
Committee on April 17 
attended by a number of representative 
English Region and teams ot 
Instructors [rom one separate Region are 
provided weekly. On April 17 the morn 
’ was opened by Mr. E, W 
Arkle. Commercial Superintendent, Nort! 
Eastern welcomed the idea 
that each Region should sponsor a course 
and hoped it would help to foster inte 
Regional competition. In cartage opera 


courses for ¢ 
yking. to which ed 
made in our April 13 
Mr. A. A. Harrison 
Transport). Rail 
Road Transpo! 


The courses ar 


ssuie, were 


Executive 


from each 


Sesslon 


> r 
Region, who 
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Railway Executive. who also v to have Churchill Machine Tool Company.—| $475.627 for 1949 flood damag Mi 
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G. D. Peters & Co. Ltd.—After allowin; 149). The net profit for 195 needle ahaa Sama 
for depreciation id other charges the tk ct CS rcludir Kution ‘ 


onsolidated profit of G, D. Peters & Co {164.704 (£119,909 Paxation 1 the Birmingham Railway Carriage 


& Wagon 
tad Ltd. for 1950 was tl 1? 
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crease in debtors and the increase in cash 

are accounted for mainly by the receipt 
of the very substantial amount due to the 
company from the Argentine. There was a 
further small improvement in output for 
the year, and the proportion exported con- 
stituted a record. 


Exhibits of Broom & Wade Limited at the 
B.LF.—At the British Industries Fair at 
Castle Bromwich, Broom & Wade Limited 
will be showing portable air compressors, 
stationary air compressors, and pneumatic 
tools covering a wide range, including: 
hammer drills, road breakers, pile driving 
head picks and spades. trench pumps, 
rammers, vibrators, crankless air motor- 
driven winch, and a new lightweight roller 
chain hoist. 


International Nickel Company of Canada. 

[he net earnings of the International 
Nickel Company of Canada Limited and 
subsidiaries for the year ended December 
31, 1950. were $48,765,849 (in terms of 
U.S. currency), according to the annual 
“report. After preferred oe these 
earnings are equivalent to $3-2i per share 
on the common stock (against ‘S 32,252,314, 


or $2-08 per common share, for 1949). 
During the year the company _— spent 
$18,683,606 on capital improvements 
Sules in 1950 were  $228,071,346 
($182,806.452). Current assets as at Decem- 
ber 31, 1950, were $187,418.520 and cur 
rent liabilities $37.088.826. Current assets 


$64,655,128 of inventories of 
manufactured products and sup- 


included 
metals, 


plies ($68,804,660 at the end of 1949), 
Capital and surplus at the end of 1950 
stood at $285,375,691 ($267,700,079). 


British Industries Fair: Bakelite Limited 
Exhibits—The central features of the 
Bakelite Limited stand at the British In- 
dustries Fair, Castle Bromwich, will be a 
series of panels devoted to applications for 
Bakelite and Vybak plastics in aircraft, 
mechanical, and electrical engineering, and 
communications. A new phenolic mould 


ing material is X17163. Its improved elec- 
trical properties and the ease with which 
it may be moulded make it ideal for 
miniature valve bases, plugs and sockets; 
a selection of these will be on view. Other 
applications for Bakelite and  Vybak 


pl: istics to be displayed include Bakelite 


laminated silent gears and pinions and 
water-lubricated heavy duty roller bear- 
ings, moulded cathode ray tube bases, 


wires and coil windings impregnated with 
Bakelite insulating varnishes, and wires 
and cables covered with Vybak insulating 
or sheathing materials. The furniture on 
the stand will incorporate Warerite Lami- 
nated Plastics, manufactured by Warerite 
Limited. 


Forthcoming Meetings 


April 21 (Sat.).—Irish Railway Record 
Society, visit to Clara-Banagher 
Branch, Coras Ilompair Eireann. 

April 21 (Sat.).—Stephenson Locomotive 
Society. Scottish Area, at 302. 
Buchanan Street, Glasgow, at 3 p.m. 
‘Down the Southern Region Main 
Line.” by Mr. R. A. Savill. 

April 27 (Fri.)—Junior Institution of Engi- 
neers, Annual Dinner, at the Con 
naught Rooms, Great Queen Street, 
London, W.C.2, at 6.15 for 6.45 p.m. 

April 27 (Fri.).—Institution of Mechanical 
Engineers, Storey’s Gate, St. James's 
Park, London, S.W.1, at 5.30 p.m. 
Discussion on “The New Factory,” 
by Mr. J. G. Bulger 
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Railway Stock Market 


Post-budget markets have given a strong 
display which carried industrial shares to 
their highest levels so far recorded this 
year and took dealers by surprise. On the 
other hand, British Funds fell back 
further, and at the time of going to press 
3} per cent. War Loan at 904 was within 
10s. of the lowest level touched last year. 
The higher cost of living and higher 
income tax has forced many investors to 
place a larger proportion of their capital 
in higher-yielding industrial shares; they 
are therefore selling part of their g'lt-edged 
holdings. Moreover, there is continued 
talk in the City of a gradual inCrease in 
money rates which implies a trend to lower 
market prices for fixed-interest securities. 
Doubts, however, are developing whethe: 
industrial shares will hold recent big gains. 
The tendency now is to take a short view, 
and sentiment is influenced by the furthe: 
large batch of dividend increases since the 
budget. 

The full effects of the increased profits 


tax, however, have yet to be felt: and 
whereas many companies had an excep- 
tionally good year in 1950, conditions will 


probably become more difficult because of 
rising prices and shortages of materials. 
Indeed, it may be prudent to assume that 
only rearmament and export trade com- 
panies have good prospects of maintaining 
profits in future. The City was awaiting 
(at the time of going to press) news of the 


new Treasury proposals to the Capital 
Issues Committee, which in accordance 
with the budget speech will give new 


capital preference to rearmament and ex- 
port trade companies. This will probably 
make it hard for home trade companies to 
raise additional capital unless as a matter 
of vital importance. 

Foreign rails attracted rather more atten- 
tion. Leopoldina stocks were again more 
ictive on renewed hopes of early pay-out 
news. The ordinary stock at 103, however, 
lost part of an earlier improvement, though 
the preference at 27} steady. The 
4 per cent. debentures were 944 and the 
6} per cent. debentures 142. Leopoldina 
Terminal debentures, however, eased to 
94; the ordinary units were + Ry 
Railway first debentures were 44 * the 
40 per cent. repayment 

United of Havana stocks turned easier 


Was 


April 20, 1951 
on the view that no fresh take-over moves 


have developed otherwise the ch 
would have made a statement on his 


Te- 
turn home. United of Havana 1906 deben- 
tures remained active, but at 171 were 
as lower on balance. Mexican issues 
have been strong, mainly on U.S. buying 
The National stocks were up to a point 
higher, while Central “A” bearer jumped 


to 62. There has been better deman. fo; 
San Paulo 10s. units which strengt ened 
to 14s. 6d. 

Taltal Rail shares moved up to 17s. 6d. 


Nitrate Rails were 23s., 
ordinary kept at 7, 
stock eased to 494. 


while hates iSta 
although the preference 

Bolivar *C™ deben- 
tures kept at 58, and La Guaira o 


stock was 84}. Although still quite ve, 
Manila stocks have been uncertain. [t js 
realised that there seem reasonable )S- 
pects of an eventual pay-out well in e «cess 
of the current market prices, but th : 
“A” and 3° debentures have to e- 
garded mainly as long-term specul ns 
The “A” debentures have eased to 75 
the preference shares were 7s. 3d se- 
where, Dorada stock changed hand. at 
763, and Guayaquil & Quito first bonds 
marked 334. White Pass Yukon income 
debentures changed hands around 87 


There was again much activity in C.na- 
dian Pacifics, which moved up to 57, partly 
on reported U.S. buying: the preference 
stock was 75 and 4 per cent. debentures at 
par. 

Engineering and kindred shares have 
ticipated well in the rise in indust: 
Cammell Laird were active awaiting th 
results, as were Guest Keen which also 
a decision to make on a possible pa 
return of steel compensation to sh 
holders. T. W. Ward were strong 
68s. 3d., Babcock & Wilcox 74s. and Cl 
Chapman 65s. Blaw Knox have been 
at 32s. 9d., while B.S.A. rose sharply to 40s 
and John Brown to 47s, 

There was more business 
shares of locomotive builders and e 
neers, helped by the good impress 
created by Vulcan Foundry’s big incre 
in profits and higher dividend. Vuk 
Foundry shares have risen to 29s. 6d. 
Hurst Nelson firmed up to 60s. 9d., Bir 
mingham Carriage were 36s., while Be 
Peacock advanced to 33s. 6d. North British 
Locomotive were better at 19s., d 
Gloucester Wagon 16s. 74d. 
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Traffic Table of Overseas and Foreign Railways 





iia ate. Fi | Aggregate traffics to da 
Beit Miles Week be Total 
ee open ended Total Inc. or dec th Increase o 
Sato compared ° 9 decrease 
this year with 1948/49 | Z 1949/50 
£ £ é £ 
Ss Antofagasta Stl 6.4.51 125,190 82,110 14 1,353,050 488,040 
< | Costa Rica 281 Feb., 1951 1,039,485 c354,453 35 ¢8,375,739 1,770,937 
24 Dorada. 70 Jan., 1951 41,557 3,460 41,557 3,460 
< Inter. Cel. Amer 794 Feb., 1951 $1,233,459 $51,829 8 $2,548,803 $80,536 
— | La Guaira 223 = Sept., 1950 $68,726 $39,529 39 $725,535 $241,943 
c Nitrate. 382 15.8.50 10,816 8,656 32 286,336 6,20 
c \ Paraguay Cent. 274 6.4.51 G 189,530 @21,430 40 £8.111,344 %2,340,469 
Pe) Peru Corp. 1,050 Mar., 1951 $7,903,000 $711,300 39 $63,671,000 $15,273,942 
& (Bolivian 66 Mar., 1951 Bs. 14,210,000 -; Bs.8,601,500 39 Bs. 110,467,000 -- Bs. 23,120,336 
Section) 
ro Lorie ged 100 Feb., 1951 ¢244,000 ¢5,000 35 c1,327,000 ¢27,000 
© \Taltal 154 Mar., 1951 $2,091,357 $308,104 39 $14,688,148 $2,461,284 
3} Canadian National} 23,473 Feb., 1951 14,451,000 2,199,000 8 30,08€,000 151,006 
5 eo Pacifict.... 17,037 Feb 1951 10,318,000 1,517,000 8 21,234,000 4,251,000 
U 
Barsi Light* 167 Mar. 1951 33,150 3,420 52 350,745 3,225 
» | Egyptian Delta 607 10.10.50 18,245 1,296 28 319,911 24,005 
3 | Gold Coast 536 Jan., 1951 309,279 176,104 44 2,574,365 260,269 
2 Mid. of W. Australia 277 Jan., 1951 41,990 7,585 31 277,213 65,652 
S| Nigeria... 1,900 Jan., 1950 502,360 38,978 44 5,017,814 266,573 
South Africa 13,347 17.3.51 1,833,025 457,031 50 86,236,684 12,390,750 
Victoria 4,744 Dec., 1950 1,299,615 566,411 26 


* Receipts are calculated at Is. 6d. to the rupee 


+ Calculated at $3 to £1 








